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The Missouri Pacific territory offers superior advantages for industrial 
development. There is somewhere on this railroad, a desirable site for 
any industry seeking a location. There is the right community, acces- 
sible power, cheap fuel and adequate and dependable railroad trans- 
portation service. 

The Industrial Development Department of the Missouri Pacific 
Lines have available industrial surveys and reports showing 
available raw materials, fuel, power, rates etc., and is 
prepared to cooperate with all persons interested 


in industrial matters. 


J. G. CARLISLE 


Director Industrial Development 


St. Louis, Mo. 
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RESOLVE 


To let your shipping problems 
be the problems of 


THE PORT OF HOUSTON 


°0oO00 


An experienced personnel is at 
your service at all times to lend 
every assistance in the routing and 
handling of your shipments. 


Regular and dependable steam- 
ship services © Commodious up-to- 
date warehouses ¢ Modern handling 
facilities e Ample berthing space 


for deep draft vessels. 


Use the facilities of the PORT 
of HOUSTON and be assured of 


prompt and efficient attention to 
your shipping needs. 


Address 


J. RUSSELL WAIT 
Director of the Port 


Houston, Texas 


QUAKER LINE 


and 


CALIFORNIA EASTERN LINE 


Coast to Coast Services 
Albany, New York, Philadelphia, Baltimore, Norfolk, 
Newport News, Savannah, Jacksonville, Cristobal 
and 
San Diego, Los Asotin San Francisco, Oakland, Stockton, Sacramento, 
ortiand, Seattle end Te Seattle and Tecoma 


DAWNIC STEAMSHIP CORP. 


General Eastern Agents 
17 Battery Place, New York 


Albany—D & H Building henner te? S. LaSalle St. 

ne er Ig Bourse Pittsburgh—Gulf Bldg. 
Norfolk—111 E. tw Street Detroit—General Motors ~ 
Baltimore—Keyser Building Savennah—Cotton Eoshenes @ idg. 

Boston—33 Broad Street Jacksonville—P. O. Box 1 
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SY. exving 5 Important Gateways 


Chicago - Council Bluffs (omaha) - Kansas City 
St. Joseph - Minnesota Transfer {¥i,n22, 


Minneapolis 


Look at the map—see how advantageously Great 
Western can serve you—not only with splendid 
facilities, but with the highest standards of 
efficiency, speed and service. 


Your nearest Great Western representative is at 
your service. He has a wealth of information as 
to how you can use the facilities of this railroad 
to advantage. 


B. F. PARSONS, Traffic Manager 
309 West Jackson Blvd., Chicago, Illinois 


Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILROAD 


The Corn Belt Route 
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An independent national journal of transportation; a working tool for traffic men 
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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
by the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of group operating economies to help themselves 
in their depressed condition, and cooperation by shippers 
in such economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization iy industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





HUGE FREE MAILING COST 

AKING into consideration more than $35,000,000 

that it is estimated the government would have 
received if the regular postage charges had been paid 
on mail handled free by the Post Office Department, and 
other “nonpostal”’ items, Postmaster General Farley 
reports a “net postal surplus” of $4,412,821.85 for the 
fiscal year ended June 30, 1938. Of course, in the 
circumstances, this is wholly a “paper” surplus and 
not real money, the actual deficit being nearly 
$44,000,000. This method of stating the financial 
results of operating the Post Office Department has 
been used for some time and there is no objection to 
it so long as a clear statement is made of how the 
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figures are made up. What should cause concern is 
that the government is carrying free such a large 
volume of mail as is shown by the Postmaster General’s 
report. Here is another instance in which the bureau- 
crats with a cure for every private business ill might 
earn part of their salt by bringing about a reduction 
in the volume of free mail, particularly that emanating 
by the carload from government departments. 

The report, referred to elsewhere, shows that de- 
partments and establishments of the government, ex- 
clusive of the Post Office Department, had handled 
free for them in the fiscal year 1938, 885,269,364 pieces 
of mail weighing 94,864,135 pounds, which would have 
cost $35,690,807 at regular postal charges. These are 
astounding figures. It is a safe bet that an impartial 
investigation would show no real necessity for the 
movement of much of this material. 

Included in the free mail handled by the Post Office 
Department is the mail of the Inland Waterways Cor- 
poration, the government agency supposed to be dem- 
onstrating that inland waterway operations may be 
carried on at a profit by private capital. The actual 
deficit of the Post Office Department is paid by the 
public. Whatever the postage bill of the government 
barge line agency is, the public pays it in putting up 
the money to meet this deficit. The barge line agency 
has several million dollars invested in government 
securities on which it is drawing interest from the 
people. The people pay its postage bill and pay interest 
on its accumulations. The bureaucrat “fixers” might 
look into this hocus-pocus also—but there isn’t any 
danger of them doing it. 


ROOSEVELT RAIL COMMITTEE REPORT 
ROM the point of view of the railroads, certainly, 
it must be admitted that the report of the commit- 

tee of six railroad men appointed by President Roosevelt 
offers a comprehensive and effective program for rail- 
road rehabilitation and fair treatment. Nor must it 
be considered merely as a railroad plan, for it embodies 
practically all of the program of the Transportation 
Association of America—a conglomerate organization 
including shippers, financial and agricultural interests, 
and representatives of transportation agencies other 
than railroads—as well as that of the railroads them- 
selves, though going much further in some respects 
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than either, notably with respect to its recommenda- 
tions for a separate court to deal with railroad bank- 
ruptcies and for a division of the present functions of 
the Interstate Commerce Commission by setting up a 
Transportation Board to take over part of them as well 
as to assume some new duties. 

Though there are some parts of the program with 
which we do not entirely agree, we find ourselves in 
sympathy with most of it. We do not like the idea 
of a separate court for railroad bankruptcies, for in- 
stance, and we are not certain that anything is to be 
gained by setting up a permanent Transportation 
Board, though something of the sort is certainly called 
for temporarily to take care of the immediate duties 
that would be assigned to it, such as the determination 
of the extent to which forms of transportation other 
than the railroads profit unfairly from present govern- 
mental policies. We note in this connection that, though 
the railroad men making the report charge in no uncer- 
tain terms that the railroads are the victims of such 
policies, they recommend a careful survey and finding 
in this matter before action is taken. That is as it 
should be. 

We think the makers of the report are a little too 
modest in saying that they are under no delusion that 
their recommendations, if effectuated, would dispose 
of all the problems of the railroads. We think they 
would—at least, to the extent that such problems can 
possibly be solved—provided the recommendations are 
carried out as proposed and the policies thus written 
into law are administered in the spirit of the recom- 
mendations and the resulting law—and provided also 
that the railroads do their part. 

For instance, the committee suggests that the pres- 
ent law with respect to consolidations be amended so 
that the railroads may propose any sort of consolida- 
tions they choose and have them treated on their 
merits, rather than, as now, being compelled to con- 
solidate, if at all, within the limits of a plan laid down 
by the Interstate Commerce Commission. Such a 
change would amount to nothing unless the railroads 
moved for consolidation. We doubt if they would, 
though we think they ought to have the chance. If 
they did not take advantage of the opportunity thus 
offered, this part of the plan would have availed noth- 
ing and railroad salvation would have failed to that 
extent. 

What we mean is that, if everything these six 
railroad men have suggested be done for the railroads 
and then the railroads do everything that it is said 
or implied in the report that they would or should do, 
as well as some other things they should do, the 
railroad problem would be solved so far as it is hu- 
manly possible to solve it. If then, with the railroads 
operating without unfair opposition, under rates fairly 
made, and with their own house thoroughly in order 
through consolidations, unifications, and other econo- 
mies, they could not operate at a profit, they would 
either have to go out of business, or be supported 
by subsidy, or be taken over by the government. 
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There is only one thing we have not mentioned 
that they must, in our opinion, do to be saved. They 
must adjust wages to reasonable scales and they must 
do away with feather-bed working rules that permit 
pay for work not done. Wages are not mentioned in 
the report nor are working rules, though it is stipulated 
that men thrown out of work because of consolidations 
should have their “interests safeguarded’—which 
means, of course, that they should be paid regardless 
of the fact that they were no longer needed or em- 
ployed. This idea seems to be a part of present-day 
economy and we suppose will have to be taken into 
the picture if anything is to be accomplished, but to 
us it seems about ninety per cent foolish to talk about 
savings through consolidations if the principal saving 
—in labor—is not to be realized. Of course, the labor 
representatives on the committee would never have 
consented to any language about consolidations un- 
less labor could be “safeguarded” and, of course, Con- 
gress, ever mindful of the labor vote, will never 
enact a law on this subject without also setting up 
“safeguards” for labor, but the resulting inability of 
the railroads to profit from schemes that would other- 
wise be economical and their own timidity in dealing 
with the subject may yet be the reason why the rail- 
road problem remains unsolved. 

Though the report of the Roosevelt committee has 
much in it that has been recommended by the Asso- 
ciation of American Railroads in its “railroad pro- 
gram,” it does not contain any recommendation with 
respect to the labor problem. The committee said it 
considered proposals having to do with labor relations, 
“but laid them aside, believing they are, in the main, 
problems to be worked out to the extent possible in 
joint conference by these interests through collective 
bargaining, and, if no solution can be found, they may 
be urged upon the government or otherwise handled 
as the circumstances may appear to warrant.” 


The “railroad program” calls for legislation 
amending the railway labor act provisions under which 
the railroads claim they are placed at a disadvantage 
in matters coming before the National Board of Ad- 
justment. 

The railroads have urged revision of the rate- 
making rule of section 15a to permit them, as they put 
it, “greater latitude in pricing their product.” The 
committee recommends a revision of the rule. In ex- 
planation of the proposed change, it indicates that the 
Commission should not substitute its judgment for that 
of railroad management as to whether or not proposed 
changes in rates would result in “greater or less net 
earnings than the old rates.”” To accomplish the objec- 
tive of the railroads, we think much more specific 
language is necessary than that proposed by the com- 
mittee. We think it would still be possible, under the 
language suggested, for the railroads to propose a 15 
per cent increase in rates and the Commission to allow 
an increase of 5 per cent. 

The committee’s recommendations as to creation 

(Continued on page 1366) 
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Current Topics in 
Washington 





A daughter of the late Henry 
Kirke Porter, of Pittsburgh, a 
builder of light locomotives and a 
representative in Congress from 
one of the Pittsburgh districts, has 
made a present of the Porter man- 
sion in Washington to the Library of Congress and the Smith- 
sonian Institution, to use as they see fit. 

Dr. Herbert Putnam, the librarian of Congress, not content 
with a mere announcement of the gift, added comment there- 
on. Said he: 


Gifts to the government from private citizens are rare; gifts to 
the federal government from citizens of the District of Columbia are 
among the rarissima. The more remarkable, therefore, is the gift. 


it May Be That Capital 
Folk Know Their Ser- 
vant Personnel Too Well 





“Roosevelt joins in pleas for end of 
class hatreds. United States officials, trade 
and labor leaders back cooperation; Hop- 
kins is speaker.” 

So read the chief headline in a Wash- 
ington newspaper staring in the faces of 
some that had heard themselves denounced as “economic 
royalists,” “Tories,” “reactionaries” and what not of other 
objurgatory expressions. It is suspected that some felt better, 
even if they wondered how much of a callous the chief men 
in office would bring to their knees in prayers for forgiveness. 

Illuminating the headline, it was declared in the body of 
the article that “President Roosevelt last night joined with 
labor, industrial, and farm leaders in appealing to the nation 
to a its class problems in an atmosphere of peace and good 
will.” 

His plea, it was declared, was voiced by his newly appointed 
Secretary of Commerce, Harry Hopkins, in a radio forum. And 
that was followed by a message from President Roosevelt, as 
customary as any ever written, to the effect that the glory of 
the first Christmas message was that “the glad tidings are for 
all of the people. . . No one was overlooked or forgotten when 
the multitude sang—glory to God in the highest, and on earth, 
peace and good will to men.” 

Nowhere, however, was it shown that there was any desire 
of the administration to forget the class distinctions built up 
by it by denunciations heaped on those who disagreed with the 
men in power. It is suspected, however, that the welfare man 
who has been put at the head of the department dealing with 
business, has been commissioned to convince the “economic 
royalists” and “Tories” that, after all, they are fairly good 
Americans and not on any list for liquidation such as came to 
the Russian kulaks at the hands of the bolsheviki. 


Roosevelt for 
the Ending of 
Class Hatreds 





At this time of lethargy due 
to feasting, a layman can easily 
account for the vast change of 
view of the Supreme Court em- 
braced in the period between the 


Knight case, on the one hand, and 
the Consolidated Edison, on the other, as to the scope of the 


commerce clause of the Constitution on which Robert E. Quirk 
placed his finger in his letter to Lester Hooker. (See Traffic 
World, December 24.) The explanation is that the members 


of that court have yielded to a weariness of spirit—‘‘What’s 
the use?” 


Justice Brewer, in 1904, thought the idea that a red cap 
who carried bags for an interstate passenger or that the dealer 
who provided feed for horses that hauled interstate passengers 
were engaged in commerce among the states was the quintes- 
sence of absurdity. Now, however, as shown in the Consoli- 
dated Edison, the Jones and Laughlin labor relations act 
decisions, and the Commission’s determination that red caps 
are engaged in commerce among the states, Justice Brewer was 
a numbskull leading numbskulls. 


Perhaps a better idea is that the court, and possibly the 
Commission, have come to the conclusion that the country’s 
name is Ephriam and that it “is joined to idols; let him alone.” 

So far as possible, it might be suggested, the court and 


Weariness of the Soul 
and the Commerce Clause 
of the Constitution 
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the Commission have abolished the states. Perhaps their 
muscles have become nearly useless and they need to be wiped 
off the map. The police power they exercise could, perhaps, 
just as well be exerted by assistant administrators of federal 
agencies known by various initials. State officers, hat in hand, 
with knee joints well oiled by subservience, for so long have 
been coming to Washington to “get their share’ that it is well 
the court and Commission have accorded recognition to an 
undeniable fact. 

Another idea is that, perhaps, both are obeying the rule 
laid down in the Dooley philosophy that the court “follows the 
election returns”; and, in saying that, Dunne, the Dooley phil- 
osopher, was not being wholly disrespectful to the court. The 
dictum was no more than saying that judges, being human, 
could not fail to be influenced by the views of their fellow 
citizens. That is to say, the voter today, by what he appears 
to say at the ballot box, speaks in a louder voice than Alex- 
ander Hamilton or James Madison in the Federalist essays on 
the Constitution. 

Justices cannot always have in their ears what Madison 
wrote in the New York Packet, January 22, 1788, as to the 


reason for incorporating the commerce clause in the Constitu- 
tion. Said he: 


A very material object of this power (authorizing Congress to 
regulate commerce among the states) was the relief of the states 
which import and export through other states, from the improper 
contributions levied on them by the latter. Were these at liberty to 
regulate the trade between state and state, it must be foreseen that 
ways would be found out to load articles of import and export, during 
passage through their jurisdiction, the duties which would fall on 
the makers of the latter and the consumers of the latter. We may 
be assured by past experience that such a practice would be intro- 
duced by future contrivances; and both by that and a common knowl- 
edge of human affairs, that it would nourish unceasing animosities, 
and not improbably interminate in serious interruptions of the public 
tranquility. To those who do not view the question through the 
medium of passion or of interest, the desire of the commercial states 
to collect, in any form, an indirect revenue from their uncommercial 
neighbors, must appear not less impolitic than it is unfair; since it 
would stimulate the injured party, by resentment as well as interest, 
to resort to less convenient channels for their foreign trade. But 
the mild voice of reason, pleading the cause of an enlarged and per- 
manent interest, is but too often drowned, before public bodies, as 


well as individuals, by the clamors of an impatient avidity for 
immediate and immoderate gain. 


In that same paper Hamilton pointed out that, in Switzer- 
land, where, he observed, the union was very slight, each canton 
was obliged to allow merchandise to pass through without “an 
augmentation of the tolls.” In Germany, he observed, it was 
the law of the Holy Roman Empire that the princes and states 
should not lay tolls or customs on bridges, rivers, or passages, 
without the consent of the emperor and the diet, though it ap- 
peared that the practice had not followed the law and had 
there produced the mischiefs which had been foreseen in Amer- 
ica by the writers of the Constitution. 


How the failure to call red caps employes of the railroads 
would produce an “augmentation of the tolls” is not obvious. 
Failure to include them might bring about an augmentation of 
political troubles for a particular party. But the Commission 
is not supposed to think of political considerations—not even 
on account of appropriations for carrying on its work. 





One of the commonest declarations 
about the transportation system of the 
country is that there is much too much of 
it. Seldom, however, is that followed by 
any reason for the fact—namely, that the 
cost of using much of it, particularly the 
railroad part, is too great. The public will not ride on rail 
passenger train in numbers great enough to bring the pas- 
senger service out of the red, it might timidly be suggested. 
It uses its own cars or public hire busses, which are parts of 
the over-built systems. 

Two out of three, if not more, of the trucks on the highways 
testify that the rail freight rates are deemed too high. And 
it might be added that, regardless of what the Commission or 
anybody else thinks on that point, the customers seem to think 
so. And the customers make the law on that point without 
giving a thought to what conclusions may be reached by a 
presidential board dealing with a dispute about wages. 

The most dilapidated model T on the road is a competitor 
of the highest priced machine that can be built. Yet the most 
obvious of facts about competition are ignored. Why? Mainly 
because supporters of artificial price levels are interested in 
votes. 

Every time the Commission, by division 5, condemns a rate 
or a minimum weight as unreasonably low, somebody looks 
around for a method or a facility for getting his transportation 


Why the Trans- 
portation Plant 
Is Over-Built 
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at less cost, or an expedient for cutting out transportation cost 
on some part of his product that needs hauling. It may take 
him some time to find a way out, but he will find one or go 
out of business. And a going out of business will not be help- 


ful to the trucker or the railroad interested in the particular 
traffic. 


The ultimate question is whether division 5 is not in danger 
of killing the motor industry with supposed kindness to it. 
The railroad part of the Commission, it may be pointed out, 
has been very sparing in the use of its minimum rate power. 
That is not accurate with regard to the motor part, it has 
seemed to a good many. Death by kindness, it is suggested 
with due respect, in its final analysis, is about as definite as 
death resulting from lack of kindness. While the rail part 
of the Commission has been sparing in the use of its minimum 
rate power, it is a fact that, in the older days, about every time 
the railroads were permitted to increase rates, the men in- 
terested in votes definitely backed the rail unions in demands 
for increases in pay, so the railroads got little benefit from the 
high levels they achieved in the making of rates. And now, 
more than one traffic man believes, the country is suffering 
the ill effects of that way of doing business.—A. E. H 


ROOSEVELT RAIL COMMITTEE REPORT 
(Continued from page 1364) 
of a transportation board and a reorganization court 
again raise the question as to whether there should be 
several principal government agencies empowered to 
deal with the transportation problem or whether there 
should be a single agency with power to deal effectively 
with that problem so far as government action is neces- 
sary. Much may be said, we think, against having 
three principal agencies. We realize that a logical 
argument may be made in support of the proposal to 
have three boards, if the situation is viewed from the 
angle of this or that specific phase of the problem, but 
the fact is that there is really a single problem that 
may be dealt with by one agency functioning under the 
direction of able men. Establishment of three bodies 
as is proposed might well further complicate the prob- 
lem. The endeavor should be to keep the setup as 
simple as possible. It can easily be imagined that, if 
Congress creates a transportation board, as proposed 
by the committee, there will soon be another govern- 
ment organization of hundreds of employes. We do 
not think that is necessary. The tendency would be 
to magnify the problem if new agencies were created. 


Equality of treatment for all agencies of transpor- 
tation, as urged by the Roosevelt committee, is, of 
course, greatly to be desired. That equality, however, 
can be achieved without creating new bodies. 


A great deal has been said about the Commission 
being overworked. We do not think it is being over- 
worked now in administering that part of the law 
regulating the railroads and, when the Commission has 
disposed of the “grandfather” applications for certifi- 
cates and permits under the motor carrier act and some 
semblance of order has been established in the regula- 
tion of motor rates, we do not think it will be over- 
worked in that field. It could easily take over the 
regulation of rates of domestic water and air carriers. 

Congress should deliberate carefully before it 
makes it easier for railroads to obtain loans from the 
government. A general loosening up by the govern- 
ment lending agency with money for the railroads will 
not get them out of their difficulties. If the railroad 
problem is to be solved on the basis of private owner- 


The Traffic World 


Vol. LXII, No. 27 


ship and operation, let it be solved that way and let 
the government’s financial interest in the railroads be 
reduced rather than increased. 

It remains to be seen what President Roosevelt 
will do about the program submitted to him. The 
railroads will soon have data on which to base opinions 
as to whether or not they made a bad bargain, so far 
as he is concerned, in abandoning their proposed wage 
cut in consideration of his promise to give considera- 
tion to their other needs. And, whatever he does, it 
will still remain to be seen what Congress will do. 
There will be objection from many sources to many 
parts of the program and what will come out of the 
hopper will depend not so much on the merits of the 
proposals and the objections as on the strength of the 
various pressure groups. If President Roosevelt gets 
behind the program and labor upholds the hands of 
its representatives on the committee that made the 


report, something like what is proposed may be enacted 
into law. 


It looks as if the proposal for fourth section action 
might easily upset the apple cart of legislation, for the 
reason that Senator Wheeler is so bitterly opposed to 
it. If that be true, why not a compromise by omitting 
that part of the plan? Its advocates have succeeded 
in obtaining majority votes in bodies that have taken ac- 
tion, but sentiment is not unanimous among either ship- 
pers or railroads. Industries and railroads in the east 
do not view the matter as do the same interests in the 
middle west. For instance, the vote was only 85 to 72 
in the recent convention of the National Industrial Traf- 
fic League against abandoning the League’s fight in 
favor of repeal of the long and short haul clause of the 
fourth section and remaining neutral. 

By the way, we discount in advance the encomiums 
that may be heaped on labor for its part in the success 
of the program, if it proves a success, or for its efforts 
to get it adopted, whether successful or not. It is giv- 
ing nothing, but merely “going along” with a plan 
that will give its employers more money so they can 
pay it to labor. 


FACTS ABOUT THE RAILROADS 


“Railroads of the United States had to work 29 days in 
1937 in order to earn enough revenues to pay their taxes, com- 
pared with 19 days in 1917,” says the Association of American 
Railroads. 

“The average speed in 1938 of both passenger and freight 
trains was the highest on record. 

“One dollar now pays for carrying a passenger 54 miles 
compared with 32 miles in 1921. 

“Claims paid by the railroads of the United States and 
Canada in the first nine months of 1938 as a result of loss and 
damage to freight shipments totaled $16,553,431, or a decrease 
of 7 per cent compared with the corresponding period in 1937. 

“In only two years—1933 and 1932—since the compilation 
of carloading reports started in 1918, has the volume of freight 
traffic been less than it was in 1938. 

“New freight cars on order on December 1, 1938, totaled 
4,335, the smallest number on order on that date in four years. 

“Taxes paid in 1937 by the railroads to federal, state, and 
local governments averaged $620 per minute.” 


CHANGE IN DOCKET 


Hearing in Finance 12263, assigned for December 30, at Washing- 
ton, D. C., was cancelled and reassigned for January 13, at Washing- 
ton, D. C., before Examiner Conway. 


December 31, 1938 





The Traffic World 


PAGE 1367 





Decisions of Interstate Commerce Commission 








LOW ROOFING MINIMA CONDEMNED 


"P BUCeOaD minima of 10,000, 12,000 and 15,000 pounds on 
composition or prepared roofing from Baltimore, Md., York 
and Philadelphia, Pa., and Newark and Elizabeth, N. J., to Dan- 
ville, Va., and points in North Carolina, have been condemned 
by the Commission, division 5, as unreasonable to the extent 
they are less than 20,000 pounds, in MC C-58, roofing from the 
east to the south, an investigation instituted by the Commission 
on its own motion. The minima were published in various 
tariffs filed by R. J. Davis, W. M. Miller, D. T. Waring, Harris 
Brothers Transfer Co. and R. S. Cooper. 

Respondents have been ordered to cancel the low minima 
and establish the 20,000 minimum within 45 days from date of 
the service of the order for the removal of the unreasonable- 
ness. 

Rail lines in southern territory, said the report, contended 
that the low minima corresponded to less-than-carload ship- 
ments and suggested the publication of rates on them on the 
basis of 28 per cent lower than the fourth class less-than truck- 
load rates. They also contended that the truckload rates and 
minima on roofing did not yield earnings enough to cover the 
actual cost of handling the traffic and for that reason placed 
an added burden on other traffic. The report said that no 
carrier participating in any of the tariffs here considered ap- 
peared at the hearing, and that no evidence was submitted as 
to the actual operating costs of those carriers. 

The truck rates, the report said, were generally higher than 
the all-rail and the water-rail carload rates and said the Com- 
mission was not prepared to find that they were unreasonable 
or otherwise unlawful if made subject to a proper minimum. 
The Commission said it was of the opinion, however, that re- 
spondents’ earnings under the rates were unduly low by reason 
of the fact that the minimum weights were less than reason- 
able. 

Respondents, the report said, might, if they desired, estab- 
lish at the same time and on the same notice, to and from the 
same points at the time they published the 20,000 minimum, 
rates on minima of 10,000 and 15,000 pounds, which should 
not be less than 125 and 112.5 per cent respectively of the rates 
on the 20,000 pound minimum. 

The Commission made no finding as to the present level 
of rates. It said, however, it took the occasion to add that it 
should look with disfavor on any effort of the respondents to 
offset the increased minimum with reductions in rates. 


BAGS, BAGGING, ETC. 


The respondent having failed to appear at the hearing, the 
Commission, by Division 5, in I. and S. M-507, Sunset Motor 
Lines, rates of, between New Jersey, New York, and Penn- 
sylvania, has found unlawful proposed new and reduced com- 
modity rates on bags, bagging, and cloth between New York, 
N. Y., and points grouped therewith, on the one hand, and 
Pittsburgh, Pa., and points grouped therewith, on the other; 
on electric cable from New York and New York points to 
Pittsburgh and Pittsburgh points; and a new truckload com- 
modity rate on oilcloth and artificial leather from Peekskill, 
N. Y., to Pittsburgh, and points grouped therewith. The sus- 
pended schedule, Sunset Motor Lines, Inc., MF I. C. C. No. 6, 
ordered to be canceled and the proceeding discontinued. The 
facts in this proceeding, the report said, were similar to those 
considered in Rates of Lambert Transfer, 3 M. C. C. 651, and 
Silk and Silk Products Between Eastern Points, 3 M. C. C. 657. 
In those cases the Commission said the failure of respondent 
to appear left it without a basis other than the reasons for 
which the proposed rates were suspended on which to decide 
whether such rates were in violation of the motor carrier act. 


VANILLA BEANS 


Without prejudice to other or different conclusions that 
may be reached in the pending general investigation, Ex Parte 
MC 20, motor carrier rates in New York, Pennsylvania and 
Delaware, the Commission, by division 5, in I. and S. M-338, 
vanilla beans between New York and Philadelphia, has found 
justified a proposed less truckload rate of 56 cents on vanilla 
and Tahiti beans between Philadelphia, Pa., on the one hand, 
and New York, N. Y., and points grouped therewith, on the 
other. The proceeding has been discontinued. 

The rate was proposed by Overland Motor Freight Co., 


Inc., of Philadelphia, in supplement No. 1 to its MF I. C. C. 
No. 3, in lieu of its present rate of 84 cents. The schedule was 
suspended on protest of the Middle Atlantic States Motor 
Carrier Conference, Inc. The respondent, the report said, con- 
tended that the proposed rate was in line with the protestant’s 
rates in this territory on commodities of comparable or greater 
value with similar or less favorable transportation character- 
istics. The protestant urged, said the report, that the proposed 
rate was low considering the value of the commodities and the 
fact that the shipments were handled in bond; that comparative 
rates used by the respondent in evidence were depressed; 
further, that the 84-cent rate was in line with truck and rail 
rates on vanilla and Tahiti beans from New York to points in 
trunk line territory. 

The Commission said the record did not warrant the con- 
clusion that the 56-cent rate was unlawful and it so found. It 
said that since the suspended schedules had become effective 
by operation of section 216 (g) an order to vacate and set aside 
the order of suspension would not be required. 

Dissenting, Commissioner Rogers said he concluded, from 
the evidence, the 56-cent rate was unreasonably low and that 
if continued it would tend to encourage unfair and destructive 
competitive practices and destroy sound economic conditions 
among the motor carriers in that territory. 


AUTOMATIC INTERLOCKING PLANT 


In a report written by Commissioner McManamy, the Com- 
mission, by division 3, in No. 28000, Sub. No. 1, application for 
approval of proposed modification of systems or devices under 
paragraph (b) section 26 of the interstate commerce act, has 
granted a petition of the Chicago, Rock Island & Pacific and 
Chicago, Burlington & Quincy for approval of installation of 
an automatic interlocking plant in lieu of a mechanical inter- 
locking plant with derails at Ottawa, Ill. The Commission said 
that the use of the present automatic interlocking plant at 
Ottawa in lieu of the mechanical interlocking plant equipped 
with derails did not decrease safety of operation, but in view 
of the surrounding circumstances might reasonably be said to 
promote safety. 


AIR MAIL COMPENSATION 


In a report in air mail docket No. 47, air mail rates for 
route No. 28, the Commission, by division 3, has found rates 
of compensation for the transportation of air mail by airplane, 
and the services connected therewith, over ail mail route No. 
28, operated by Wyoming Air Service, Inc., not to have been 
fair and reasonable from and after June 6, 1938. The name 
of the carrier was changed to Inland Air Lines, Inc., July 1, 
1938. ‘The Commission found fair and reasonable rates for 
each mile flown with 300 pounds of mail, or less, and the serv- 
ices connected therewith over route No. 28, since June 6, would 
have been and will be those determined by applying the pro- 
visions of its order in Air Mail Compensation, 206 I. C. C. 675, 
as amended, to a base rate of 3314 cents an airplane mile for 
a base mileage of 37,000 a month. 

Mail operations were started over Route No. 28 between 
Billings, Mont., and Cheyenne, Wyo., a distance of 418 miles, 
on June 20, 1934, said the report, adding that the route was 
extended to Great Falls, Mont., via Lewistown, Mont., a dis- 
tance of 192 miles, on August 1, 1937. According to the report, 
under the Commission’s decision in Air Mail Compensation, 
supra, the rate was 29 cents an airplane mile of an average 
load of 300 pounds of mail or less, with a base mileage of 
25,000 a month. It said that progressive increases and de- 
creases were provided in event of changes in miles flown with 
mail and increases in the average weight of mail carried, add- 
ing that the mail transported had never averaged more than 
300 pounds a month, but that the rate had been reduced be- 
low 29 cents for some months because of mileage flown in ex- 
cess of the base mileage. 

Taking into consideration the extension of the route, the 
Commission said that the carrier “is now required to use 
multimotored airplanes equipped with two-way radio, and the 
flying equipment which is now required for operation of the 
route is thus more expensive than that which was formerly 
used.” Wages of personnel, it said, had been increased and 
there had been material increases in taxes and insurance costs. 
The Commission said its findings were without prejudice to 
any rates which might be fixed by the Civil Aeronautics, Au- 
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thority under the provisions of the Civil Aeronautics Act of 
ug differed materially from those of the air mail act 
oO ' 

Dissenting in part, Commissioner Mahaffie said that “for 
reasons stated in my separate expression in Air Mail Compen- 
sation, 216 I. C. C. 166, 191, I do not concur in the retroactive 
application of the rates herein approved.” 

In air mail docket No. 17, embracing also air mail 
docket No. 36, air mail rates for route No. 2, the Commission, 
by division 3, has found not fair and reasonable the rates of 
compensation paid to Transcontinental & Western Air, Inc., for 
carrying the air mail between Newark, N. J., and Los Angeles, 
Calif. Transcontinental & Western Air, Inc., by petition filed 
October 31, 1936, sought a reexamination of the rates of com- 
pensation that had been determined and published in Air Mail 
Compensation, 206 I. C. C. 675. 

The Commission found that fair and reasonable rates of 
compensation for each airplane mile actually flown with 300 
pounds of mail or less and the service connected therewith over 
route No. 2 from the date of the filing of the petition herein 
to and including June 30, 1937, were those determined by 
applying the provisions of the Commission’s order in Air Mail 
Compensation, supra, as amended, to a base rate of 27 cents 
an airplane mile for a base mileage of 600,000 a month; and 
from and after July 1, 1937, rates determined by applying the 
same provisions to a base rate of 30 cents an airplane mile for 
a base mileage of 600,000 a month. 

The Commission said the findings were without prejudice 
to any rates which might be fixed by the Civil Aeronautics 
Authority under the provisions of the civil aeronautics act. 
Commissioner Mahaffie dissented in this case saying he did not 
concur in making the changes in rates retroactive. 


BOOK MATCHES RATING 

The Commission, by division 5, in I. and S. M-219, L. T. L. 
rating on book matches in central territory, has found not 
unlawful a proposed increased classification rating on book 
matches in less than truckloads in Central Freight Association 
territory from third to second class and has discontinued the 
proceeding. The increase is with the exception that the present 
third class rating is to remain in effect on traffic originating at 
St. Louis, Mo. The proposal was made by the Central States 
Motor Freight Bureau, Inc., by an item in supplement No. 14 to 
Agent W. L. Meyer’s tariff MF I. C. C. No. B-64. The sched- 
ules were suspended on protests of the Ohio Match Co. and 
the Diamond Match Co. 

Protestants, the report said, offered no objection to the 
proposed rating provided that it was applied uniformly at all 
points including St. Louis. They contended that the suspended 
schedules, if permitted to become effective, said the report, 
would result in undue preference of St. Louis manufacturers 
and undue prejudice and disadvantage to them. The record, 
however, said the report, failed to establish that the carriers 
serving St. Louis also served the points which it was alleged 
would be unduly prejudiced, or that such carriers’ participa- 
tion in the rates from the latter points was sufficient to give 
them an effective control over such rates, thereby placing them 
in a position to remove the alleged undue prejudice. In the 
absence of such a showing, the report added, the record af- 
forded no basis for a finding of undue prejudice. In support of 
that proposition, the report cited Texas & Pacific vs. United 
States, 289 U. S. 627. In bringing to a close its discussion of 
the case, the Commission said: 





The classification characteristics of book matches compare favor- 
ably with those of commodities rated second class in less than truck- 
loads and the evidence is convincing that such rating is reasonable 
for application in central territory. In the absence of a sufficient 
showing: that the suspended schedules will result in an unlawful 
prejudice and preference which we have power to correct, we con- 
clude that the proposal here made is not unlawful. Any interested 
parties who believe that third class is less than a reasonable minimum 
rating on book matches in less than truckloads may file a petition 
seeking a modification of our order in Motor Carrier Rates in Central 
Territory, 8 M. C. C. 627. 


COMMISSION REPORTS 
Fish Nets 


No. 27958, Linen Thread Co., Inc., vs. B. & O. et al. By 
division 2. Dismissed. Rate charged, $1.65, minimum 30,000 
pounds, fish nets, carloads, Baltimore, Md., to Seattle, Wash., 
on shipments between January 31 and May 16, 1936, not shown 
to have been unreasonable or unduly prejudicial. A rate of 
$1.10, minimum 40,000 pounds, was claimed. 


Fresh Meats 


No. 27954, Oscar Mayer & Co. vs. B. & O. et al. By divi- 
sion 2. Dismissed. Rates, fresh meats, carloads, Madison, 
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Wis., to destinations in central territory such as Buffalo, N. Y.., 
Detroit, Mich., Cleveland, Columbus, ‘Toledo and Youngstown, 
O., Indianapolis, Ind., and Pittsburgh, Pa., and Wheeling, 
W. Va., not shown to be unreasonable. Complainant sought 
a fresh meat rate of 59 cents from Madison to Buffalo instead 
of one of 64.5 cents; 42 cents to Indianapolis in place of a rate 
of 44.5 cents; and one of 58 cents to Youngstown in place of a 
rate of 60.5 cents. 


Pecans 


No. 27904, New Orleans Joint Traffic Bureau vs. A. T. & 
S. F. et al. By division 2. Dismissed. Rates, pecans in the 
shell, carloads, Oklahoma producing points to New Orleans, 
La., not unreasonable or unduly prejudicial. The complaint 
alleged the rates were unreasonable, unduly prejudicial to New 
Orleans and unduly preferential of Kansas City, St. Louis, Mo., 
and Chicago, Ill. Reasonable rates for the future were asked. 
Notwithstanding the fact that the conditions were entirely 
different, said the report, complainant made the contention that 
the maintenance of relatively lower rates to St. Louis and 
Chicago resulted in undue prejudice to New Orleans. Com- 
plainant, the report said, did not show that there was either 
actual or even potential competition between dealers in pecans 
at New Orleans and dealers at St. Louis or Chicago, or showed 
any other fact which the Commission had in many decisions 
stated to be necessary to establish undue prejudice or prefer- 
ence. 

Wood Fuel Racks 


No. 27854, Western Fuel Co. et al. vs. G. N. et al. By 
division 4. Dismissed. Tariff provisions which require ship- 
pers of short wood fuel to provide and install necessary racks 
for movement of that commodity or where racks (except end 
racks) are furnished by the carrier, to pay a charge of $1 a trip 
for each car in addition to transportation charges, not shown 
to have been or to be unreasonable or otherwise unlawful. The 
complaint alleged that the tariff items providing for this charge 
were unreasogable and discriminated in favor of other types 
of fuel. Complainants asked the Commission to prescribe rea- 
sonable rates for the future and to award reparation on ship- 
ments moving while the proceeding was pending. 


Benzol 


No. 27835, American Oil Co. vs. B. & O. By division 3. 
Dismissed. Rate of 29 cents, 173-tank car loads, benzol, shipped 
between June 28, 1936, and May 27, 1937, Clairton, Pa., to 
Curtis Bay, Md., applicable. The claimed rate was a com- 
modity rate of 24 cents. 


Petroleum 


Fourth section application No. 14263, petroleum and prod- 
ucts between Louisiana points, embracing also fourth section 
application No. 16413. By division 2. Illinois Central and 
Yazoo & Mississippi Valley authorized in second supplemental 
fourth section order No. 10643 to establish and maintain rates, 
petroleum and petroleum products, from New Orleans, La., 
and points within the port limits of that city to Shreveport, 
Bossier City, and Sibley, La., over their routes through Mis- 
sissippi without observing the long-and-short-haul part of sec- 
tion 4. In fourth section order No. 13292, Texas & New Or- 
leans authorized to establish and maintain rates, petroleum and 
petroleum products, from stations on its line, Logansport to 
Shreveport, La., both inclusive, to stations on its main line, 
Vinton to New Orleans, both inclusive, and to stations on its 
branch lines leading to Houma, Thibodaux, Lockport, and 
Napoleonville, La., over its interstate route through Nacog- 
doches and Beaumont, Tex., without observing the long-and- 
short-haul part of section 4. In both instances the applicants 
are authorized to make rates the same as those that are or 
hereafter may be contemporaneous applicable over like traffic 
over intrastate routes in Louisiana between the same points 
but not lower than the rates stated in the application. The 
relief is subject to the provision that the rates from and to 
higher rated intermediate points shall not exceed those con- 
structed on the bases prescribed or approved in Refined Petro- 
leum Products in the Southwest, 171 I. C. C. 381, 174 I. C. C. 
745, 179 I. C. C. 35, and 203 I. C. C. 103, except as authorized 
by the Commission, shall not exceed the lowest combination 
and shall not include the intermediate points as to which the 
haul of the petitioning line or route is not longer than that of 
the direct line or route. Temporary relief authorizing the ap- 
plicants to meet rates over their short line routes in Louisiana 
was granted conditionally in fourth section order No. 10643 
(corrected). 


Ferry Charges 
I. and S. No. 4484, ferry charges between Weehawken and 


New York City. By division 2. Proposed increased fares of 
the West Short Railroad for local ferry passengers between 
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Weehawken, N. J., and terminals in New York City at West 
42nd Street and Cortland Street, not justified. That finding, 
however, is without prejudice to the establishment of fares of 
5 cents on the 42nd Street ferry and 8 cents on the Cortlandt 
Street ferry. Concurring in part, Commissioner Caskie agreed 
to the 5 and 8 cent fares, but said he was not convinced that 
lower monthly or multiple-trip tickets should not be required. 


COMMISSION MOTOR REPORTS 


In MC 67612, National Truckloadings & Terminals, Inc., 
broker application, the Commission, by division 5, has author- 
ized operation by applicant as a broker of transportation of 
general commodities, with exceptions, in interstate or foreign 
commerce, at Baltimore, Md. 

The Commission, by division 5, in MC 50120, Angelo A. 
Buehler, common carrier application, has authorized contin- 
uance of operation as a common carrier of general commodi- 
ties, in less than truckloads, between Scotia and Schenectady, 
N. Y., on the one hand, and Albany and Rensselaer, N. Y., 
on the other. 

The Commission, by division 5, in MC 12109, Joseph George 
Arthur Giroux, Providence, R. I., broker application, has de- 
nied an application for a license to operate as a broker in the 
transportation of persons and their baggage, in interstate or 
foreign commerce between points in the United States. 

In MC F-229, Hyatt Spaulding and Herman Gettelfinger, 
purchase, George E. Shropshire, the Commission, by division 
5, has authorized the purchase by Hyatt Spaulding and Her- 
man Gettelfinger, dba Blue & Gray Transportation Co., Cin- 
cinnati, O., of operating rights and property of George E. 
Shropshire, Rome, Ga., dba Eveready Freight Lines. 

In MC 29885, Charles Burnett Trucking Co., Inc., com- 
mon carrier application, the Commission, by division 5, has 
decided an application of applicant, as alleged successor in 
interest to Reliance Transport Service, Inc., authorizing op- 
eration as a common carrier of general commodities between 
points in New York, New Jersey and Pennsylvania, over spe- 
cified and irregular routes, under the grandfather clause. 

The Commission, by division 5, in MC 68815, H. P. Gibbs, 
contract carrier application, has denied an application on find- 
ing applicant’s operation in the transportation of general com- 
modities between points in Idaho, for which a permit was 
sought, to have been authorized in another proceeding; and 
that additional authority therefor was not necessary. 

In MC F-230, Transportation, Inc., purchase, Rufus Frank 
Nelson, the Commission, by division 5, has approved the pur- 
chase by Transportation, Inc., Charlotte, N. C., of operating 
rights and property of Rufus Frank Nelson, Knoxville, Tenn., 
dba Nelson Transfer Co., for $10,000. 

The Commission, by division 5, in MC F-660, T. E. Mer- 
cer, purchase, W. O. Compton, has deferred entry of an order 
for 20 days from December 19, to afford opportunity for in- 
terested parties to make representations, approving and author- 
izing purchase by T. E. Mercer, Fort Worth, Tex., of operating 
rights and property of W. O. Compton. 

In MC F-645, Public Service Coordinated Transport—as- 
sumption of obligation, the Commission, by division 5, has 
authorized the Public Service Coordinated Transport, Newark, 
N. J., to assume obligation in respect of $922,000 and $150,000, 
respectively, of bonds of the Bergen Turnpike Co., and the 
Paterson and State Line Traction Co. 

The Commission, by division 5, in MC F-597, Tony A. 
Minardi et al., control, Coast Line Truck Service, Inc., has 
authorized acquisition by Tony A. Minardi, Sidney D. Acker- 
mann, Hugh Center, and Ed Lester, San Jose, Calif., of control 
of Coast Line Truck Service, Inc., Santa Cruz, Calif., by pur- 
chase of capital stock. It is provided that the authority granted 
is subject to such modification as may be necessary, following 
determination of the applications herein mentioned, to insure 
that no dual operating authority shall exist inconsistent with 
the public interest and with the policy declared in section 202(a) 
of the act, within the meaning of section 210. 

In MC F-702, J. W. Birkett, purchase, Oby Bonawit, the 
Commission, by division 5, has deferred entry of an order for 
20 days from December 21, to afford opportunity for interested 
parties to make representations approving and authorizing the 
purchase by J. W. Birkett, Fairfax, Va., of operating rights of 
Oby Bonawit, Manassas, Va., dba Oby’s Transfer. The au- 
thorization is subject to the condition that in the event the 
authorization is exercised, applicant, by virtue of unification 
of any of the rights involved, shall not transport as a contract 
carrier over the same route or between the same points, any 
commodity which he lawfully may transport as a common car- 
rier. 

The Commission, by division 5, in MC 88158, Florence H. 
Collier, common carrier application, has authorized operation 
as a common carrier of nails, iron and steel products, wall 
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paper, and corsets from Cortland, N. Y., and toys from Homer, 
N. Y., to New York City, and commodities ordinarily dealt in 
by wholesale grocery concerns from New York City to Cort- 
land over specified routes. 


REFRIGERATOR CAR MILEAGE 


Disregarding denial of its jurisdiction by the Association 
of American Railroads, the Commission, in I. and S. 4572, 
mileage allowance on refrigerator cars, has suspended, for 60 
days, supplement No. 5 to mileage tariff No. 7-K, Agent Jones’ 
I. C. C. No. 3022, effective Jan. 1, in which the railroads pro- 
posed to reduce the mileage allowance on “RB” refrigerator 
cars from 1.7 cents to 1.5 cents in cases where such private 
refrigerator cars are not owned or controlled by shippers. 
Protests requesting suspension were made by the St. Louis 
Refrigerator Car Co., of St. Louis, Mo., and the P. & P. Car 
Line, Inc., of Buffalo, N. Y. The Commission is expected to 
pass on the jurisdictional question, if not the merits, within 
60 days. 

Answering the protests of the companies mentioned the 
Association of American Railroads pointed out that the P. & P. 
Line, in its protest, said that it was “a non-shipper, non-rail- 
road-controlled private car line.” The association said the 
petitions of the protestants should be denied without suspen- 
sion for two chief reasons. They were that the Commission was 
without statutory authority to suspend a proposed rule or reg- 
ulation fixing a mileage allowance to be paid by railroads for 
the use of private cars not owned or controlled by shippers; and 
for the reason that the mileage allowance which would be 
established by supplement No. 5 was fair and reasonable com- 
pensation for the use of such cars by the railroad companies. 

The St. Louis Refrigerator Car Co. called attention to the 
fact that it was not in the position of a shipper-owner whose 
mileage allowance must be tempered by considerations having 
no application to an independent car line corporation dealing 
exclusively with common carriers. It said the grotesque unfair- 
ness of the protested schedule was evident from the fact that 
while the railroads proposed to reduce the mileage allowance 
for its cars, it proposed to continue to pay for refrigerator cars 
used in the same service, when not owned by shippers and 
receivers, 2 cents a mile, and for refrigerator cars of the same 
type owned by shippers and receivers 1.75 cents a mile. 

The railroads contended that the allowance would cover 
and more than cover the legitimate costs of ownership, including 
a fair return on investment. 


SUSPENDED TARIFFS 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many schedules 
not reproduced here. Details of such orders are published in The 
Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-568, the Commission has suspended from 
December 24 until March 24, the operation of certain schedules 
as published in supplements Nos. 50 and 54 to tariff MF 
I. C. C. No. 111 of Agent D. T. Waring. The suspended sched- 
ules propose to establish reduced minimum charges for single 
shipments, for account of three participating carriers, viz.: 
B. Clayman & Son, Henry’s Express and Merchantville Express 
Company. The following is illustrative: 


First Weight of 

Class shipment Minimum Charges 

Rate in pounds Present Proposed 
SSeS visas na weenie ww kee oemee 90 57 51 
BT GAS EVs MEN d be ah wae ree mae 80 57 50 
OR oe Gisiaid ide xtnanecewanwne da 90 90 81 
Bas shld calemswkc cceewhels haeas 80 90 75 

re es Zuid aca arnt? s vo ak Reeenwd 90 100 90 

SEAR Se A eer ee ed Ae 80 100 80 


In I. and S. M-569, the Commission has suspended from 
December 26 until March 26, the operation of all schedules as 
published in supplement No. 4 to tariff MF I. C. C. No. 1 of 
Pennsylvania Transfer Co., Philadelphia, Pa. The suspended 
schedules propose to establish new and reduced all-commodity 
rates of 25, 20 and 15 cents a 100 pounds on minimum weights 
of 201, 10,001 and 20,001 pounds, respectively, applicable only 
between carrier’s terminals in Philadelphia, Pa., and its ter- 
minal in New York, N. Y. No change is proposed in present 
rates which include pick-up and delivery. 

In I. and S. M-570, the Commission has suspended from 
December 25 until March 25, the operation of certain schedules 
as published on 10th revised page 74 to tariff MF I. C. C. No. 5 
of Alternate Agent A. C. Morris. The suspended schedules 
propose to establish new and reduced commodity rates, mini- 
mum 5,000 pounds, on eggs or egg meats, in straight or mixed 
shipments, from Portland, Ore., to Centralia and Chehalis, 
Wash., also on packing house products, and eggs or egg meats 
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in straight or mixed shipments, between Portland, Ore., on 
the one hand, and Olympia, Seattle and Tacoma, Wash., on 
the other hand; in lieu of the present class or commodity rates. 
An illustrative proposal is to establish between Portland, Ore., 
and Olympia, Seattle and Tacoma, Wash., a rate of 37 cents on 
packing house products in lieu of the present rate of 42 cents, 
and a rate of 37 cents on eggs or egg meats in lieu of the 
present rate of 43 cents. 

In I. and S. 4567, the Commission on its own motion has 
suspended from January 1 until August 1, the operation of cer- 
tain schedules as published in Buffalo Creek Railroad’s tariff 
I. C. C. No. 163. The suspended schedules propose to cancel a 
switching charge of $6.44 a car at Buffalo, N. Y., for special 
movements of loaded cars when such movements are made at 
the request of shippers or connecting railroads. 

In I. and S. 4568, the Commission has suspended from 
December 27 until July 27, the operation of certain schedules as 
published in supplement No. 10 to The Atchison, Topeka and 
Santa Fe Railway Company’s tariff, I. C. C. No. 12772, and sup- 
plement No. 30 to The Chicago, Rock Island and Pacific Rail- 
way Company’s tariff, I. C. C. No. C-12720. The suspended 
schedules propose to revise the rates on asphalt and petroleum 
road oil, in carloads, from Cyril, Okla., Mt. Pleasant and Talco, 
Tex., to points in New Mexico, which would result in both in- 
creases and reductions. The following is illustrative: 

From Cyril, Okla., to Vaughn, N. Mex., present rate 36, proposed 
rate 40.5; from Cyril, Okla., to Bard, N. Mex., present rate 36, proposed 
rate 34; from Mt. Pleasant, Tex., to Vaughn, N. Mex., present rate 50 


proposed rate 49; from Mt. Pleasant, Tex., to Bard, N. Mex., present 
rate 39, proposed rate 40. 


In I. and S. M-571, the Commission has suspended from 
December 28 until March 28 the operation of all schedules as 
published in tariff MF I. C. C. No. 29 of Harry Jaffa, doing 
business as Jaffa Transportation Company, Minneapolis, Minn. 
The suspended schedules propose to establish new class and 
commodity rates applying between points in Illinois, Indiana, 
Minnesota, North Dakota and La Crosse, Wis., but chiefly be- 
tween Minneapolis and St. Paul, Minn., and points grouped 
therewith, on the one hand, and Chicago, IIll., and points 
grouped therewith, and Fargo, N. D., on the other hand, also 
certain rules and regulations applying in connection therewith, 


in lieu of the present contract carrier minimum rates and 
charges. 


In I. and S. M-572, the Commission has suspended from 
December 29 until March 29, the elimination of Joseph Sat- 
tenstein, doing business as, Allied Pittsburgh Warehouse & 
Van Co., New York, N. Y., from the list of carriers participat- 
ing in household goods rates published in Agent G. B. Holman’s 
tariff MF I. C. C. No. 10 as amended and the addition of that 
carrier to the list of carriers participating in household goods 
rates published in Agent W. M. Miller’s tariff MF I. C. C. No. 
96, as amended. The following is illustrative of the changes 
proposed by the suspended schedules: 


Household goods, 100 cubic feet, 100 miles, present $20.55, pro- 


posed $11.25; 1,000 cubic feet, 1,000 miles, present $335.00, proposed 
$292.50. ‘ 


In I. and S. 4573, the Commission has suspended from De- 
cember 30 until July 30 the operation of certain schedules as 
published in supplement No. 8 to Agent F. D. Miller’s tariff 
I. C. C. No. 332, and supplement No. 42 to Agent L. D. Chaf- 
fee’s tariff I. C. C. No. A-370. The suspended schedules pro- 
pose to increase the all-rail and rail-barge rates on unman- 
ufactured tobacco, any quantity, from points in Kentucky and 
Tennessee to New Orleans, La., and Mobile, Ala., for export. 
The following is illustrative: 


To New Orleans and Mobile from Henderson, Ky., all-rail rates, 
present 44, proposed 47; rail-barge rates, present 39, proposed 41. To 
New Orleans and Mobile from Martin, Tenn., all-rail rates, present 44, 
proposed 47; rail-barge rates, present 39, proposed 41. 


COMMISSION ORDERS 


1. & S. Nos. 4565 and 4566, syrup in official territory. Petitions 
for vacation of orders of suspension filed by respondents and others, 
denied. 

Finance No. 4092 (supplemental), construction of line by Central 
Aroostook. Time prescribed in certificate and order, as extended, 
within which Central Aroostook shall complete construction of line of 
railroad therein authorized, further extended to December 31, 1940. 

Finance No. 11681, New York, Susquehanna & Western reorganiza- 
tion. Commercial Trust Co. of New Jersey as substituted trustee un- 
der first and refunding mortgage of New York, Susquehanna & West- 
ern dated January 1, 1887, permitted to intervene. 

Finance No. 11915, Erie reorganization. Railroad Credit Corpora- 
tion and Reconstruction Finance Corporation permitted to intervene. 

MC 74037, Sub. No. 1, Jones-Spicer, Inc., extension of operations, 
Arkansas-Illinois. Matter reopened for further hearing at time and 
place to be hereafter fixed by Commission, with respect only to opera- 
tions in Indiana and Missouri. Recommended order, which became 
effective as order of Commission on December 15, vacated in so far 
only as it relates to proposed operations in Indiana and Missouri. 
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MC 88845, Parcel Delivery Service, Inc., contract carrier application. 
Order entered July 28, to extend that it authorizes issuance of permit 
for operation by applicant as a contract carrier of commodities, be- 
tween points, and in manner described in report and order, vacated 
and set aside. 

No. 26510, western-southern class rates. Order of April 5, as modi- 
fied, further modified so as to become effective June 7, on not less 
than 45 days’ notice. 

No. 27691, Brownsville Navigation District of Cameron County, 
Tex., et al. vs. St. L. B. & M. et al.; Finance No. 10894, Brownsville 
Switching & Terminal proposed construction; Finance No. 11102, ap- 
plication of Port Isabel & Rio Grande Valley for approval of loan 
from Reconstruction Finance Corporation; and Finance No. 11128, 
application of Port Isabel & Rio Grande Valley for authority to con- 
struct an extension of its railroad from Esoes to San Roman Townsite 
in Cameron County, Tex. Petition filed in behalf of complainants in 
No. 27691 and applicant in Finance No. 10894, for reopening of No. 
27691 and consolidation with record in Finance Nos. 10894 and 11128 
and for other purposes, including also a request contained in said 
petition for reopening of No. 27691 for determination of issues raised 
therein under sections 1 and 6 of act, which request is unnecessary 
by reason of fact that No. 27691 is now open for determination of those 
issues, denied. 

No. 28112, Clyde Hess et al. vs. Union Pacific et al. Nagel’s Bev- 
erage Co. dismissed as party complainant. 

1. & S. No. 4417, malt liquors, New Orelans to Texas ports. Re- 
quest of New Orleans Joint Traffic Bureau for postponement of effective 
date of order, denied. 

MC 42614, Sub. No. 2, Chicago & North Western, extension of 
freight operations; and MC 84655, Sub. No. 1, Chicago & North West- 
ern, extension of passenger operations. Petition for leave to intervene 
for staying of order, for withholding of certificate and for further 
hearing and consideration, filed by Black Hills Transportation Co., 
denied. 

MC 50735, Southwest Missouri R. R. Co., common carrier application. 
Petition for rehearing, reargument and reconsideration filed by pro- 
testant, Southwestern Greyhound Lines, Inc., denied. 

MC 88947, John Lestern Hillbish, contract carrier application. 
Order of October 19, staying recommended order and reopening matter 
for formal hearing, and November 17, assigning matter for hearing at 
Allentown, Pa., December 21, vacated. Recommended order made ef- 
fective as order of Commission as of December 9. 

MC C-94, Southern Motor Carriers Rate Conference vs. Union 
Transfer Co., Inc., et al. Complaint dismissed on request of complain- 
ant. 

MC-F 622, Clarence T. English, purchase, C. S. Ludwick. Petition 
requesting approval, under section 210a(b), of temporary operation by 
Clarence T. English of properties of C. S. Ludwick, denied. 

MC-F 730, Southeastern Motor Truck Lines, Inc., purchase, Roy 
B. and Ralph M. Freeman. Petition requesting approval, under section 
210a(b), of temporary operation by Southeastern Motor Truck Lines, 
Inc., of properties of Roy B. and Ralph M. Freeman, denied. 

MC 14385, Nelson Transfer and Storage Co., broker application. 
Recommended order which became effective as order of Commission 
on October 20, vacated and set aside. Proceeding reopened for recon- 
sideration. 

MC 21077, A. E. Fitzpatrick, common carrier application. Appli- 
cant’s motion for further hearing, overruled. 

MC 59236, Sub. No. 1, Knowles Storage and Moving Co., extension 
of operations. Aero Mayflower Transit Co., Lyon Van Lines, Inc., 
Mollerup Moving & Storage Co. and Mollerup Van Lines, Ogden Trans- 
fer & Storage Co., Redman Van & Storage Co., Safeway Van Lines 
and Yelloway Van Lines, Inc., granted leave to intervene. Exceptions 
heretofore filed by said interveners accepted. Petitions for leave to 
intervene and for further hearing filed by interveners, denid in all 
other respects. 

MC 59583, Mason and Dixon Lines, Inc., common carrier applica- 
tion; and MC 59583, Sub. No. 1, Same, extension of operations. Ap- 
plicant’s petition to postpone oral argument, denied. 

MC 61604, Howard Trucking Corporation, common carrier applica- 
tion. Proceeding reopened for further hearing, at time and place to 
be fixed by Commission, solely in respect to matter of applicant’s 
alleged bankruptcy and discontinuance of operation. 

MC 86089, Floyd T. Kimball, contract carrier application. Appli- 
cant’s petition for reopening and reconsideration, denied. 


G. & P. ABANDONMENT 


The Gilmore & Pittsburgh Railroad Co., Ltd., in Finance 
No. 12275, has asked the Commission for authority to abandon 
and remove its entire line of railroad, extending from Armstead, 
Mont., to Salmon, Ida., a distance of approximately 120 miles, 
and a branch extending from Leadore to Gilmore, Ida., about 
11 miles. 

The earnings of the applicant were and for many years 
had been less than its current expenses, resulting in the deple- 
tion of cash resources, said the application. It was apparent 
from past experience that the operation of the line could not be 
continued without incurring substantial losses, it said, adding 
that “on May 1, 1939, applicant’s cash will be exhausted and 
it will be without available funds to operate trains, meet pay- 
rolls, or conduct other phases of operation.” The replacements 
and repairs to bridges and equipment, the application said, 
were badly needed but applicant was without the means to 
make such repairs or replacements and was without the credit 
necessary to obtain funds for such purposes. It said that the 
condition of the line was such that after the frost was out of 
the ground in the spring of 1939 the line would be unsafe for 
continued operation. 


December 31, 1938 
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Proposed Reports in I. C. C. Cases 
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C. A. & E. STATUS 


7.XAMINER EARL M. STEER, in electric railway docket No. 

4, division 215 of the Amalgamated Association of Street, 
Electric Railway, and Motor Coach Employes of America vs. 
Chicago, Aurora & Elgin, has proposed that the Commission find 
that that carrier does not fall within the terms of the exemp- 
tion proviso in section 1 (a) of the railroad retirement act of 
1937 nor the corresponding section of the carriers’ taxing act 
of 1937. The complainants asked the Commission to determine 
whether the carrier and its employes fell within the terms of 
the section mentioned containing a proviso saying that the 
term employer should not include a street, interurban or subur- 
ban electric railway unless such railway was operating as a 
part of a general steam railroad system of transportation, but 
should not exclude any part of the general steam railroad sys- 
tem now or hereafter operated by any other motive power. 

The court having charge of the property by reason of 
receivership proceedings, on petition of the receivers, issued 
instructions to them in 1936 telling them they might deem the 
railroad exempted from the provisions of the retirement act 
in 1936 and in 1937 that they might deem it exempt from the 
retirement and taxing acts of 1937. 

After considering the facts as to the sources of revenue 
of the Aurora, including the fact that in 1937 the percentage 
of total freight to passenger revenue, was 12.86 per cent, Ex- 
aminer Steer said the Commission should express the opinion 
that what was said in Texas Electric Railway, 208 I. C. C. 193, 
was equally applicable here and that this carrier was certainly 
not local in character and largely dissociated from the steam 
railroads and was clearly more than a street interurban, or 
suburban electric railway and that it had all the characteristics 
of a commercial railroad operated by electric power. 


GRAIN DOOR CHARGES 


A finding of unreasonableness in the past, the present 
and the future is proposed by Examiner Burton Fuller, in No. 
27796, Merchants Exchange of St. Louis et al. vs. Alton et al. 
and a sub-number thereunder, Omaha Grain Exchange vs. 
Chicago, Burlington & Quincy, as to grain door charges in 
connection with cross-town movements and set-back cars of 
grain, seed and grain products within the St. Louis-East St. 
Louis and Omaha-Council Bluffs districts. Similar charges in 
connection with the movement of that sort of traffic between 
St. Louis and East -St. Louis districts, said the examiner, 
should be found unreasonable but not inapplicable or in vio- 
lation of the finding and order in Chicago Board of Trade vs. 
Abilene & Southern, 220 I. C. C. 753. New charges and repara- 
tion are proposed. 

The complaints alleged that the charges, by the car, as- 
sessed and demanded since July 1, 1935, of $2.25 prior to 
March 28, 1938, and $2.48 thereafter for furnishing and in- 
stalling temporary grain doors for the traffic indicated were 
unreasonable. They also alleged violation of the findings and 
order in the Chicago Board of Trade case, supra. They asked 
for reparation or waiver of undercharges. 


A set-back car was defined as one that was loaded at an 
elevator and later set back, for any cause beyond the control 
of the carrier, and unloaded in the same elevator or ware- 
house. The service in connection with set-back cars, said the 
examiner, consisted merely of clipping the nails and re-in- 
stalling the doors with the necessary caulking paper on the 
side of the car, the installation of doors and caulking being 
necessary to make a box car suitable for loading with grain 
or seeds. The movements within the St. Louis-East St. Louis 
and Omaha-Council Bluffs districts, the examiner said, were 
in switching service at switching charges. He said the parties 
agreed that such movements came within the tariff descrip- 
tion of cross-town movements. The so-called trans-river move- 
ment between St. Louis and East St. Louis, the examiner 
said, was between adjacent switching districts not at switch- 
ing rates but under transit, the terminal line receiving a di- 
vision of the through rate. Defendants, he said, contended 
that that was also a cross-town movement while the com- 
plainants contended that it was a line-haul service. 

Defendants averaged the cost of grain door service at the 
principal markets at $2.55. The cost at St. Louis, they said, 
was somewhat higher. Going back to figures in the Chicago 
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Board of Trade case, the examiner figured the cost at $2.04 
before March 28, 1938, and $2.25 thereafter. 

Examiner Fuller recommended that the Commission find 
the cross-town movement charges at St. Louis-East St. Louis 
and Omaha-Council Bluffs unreasonable in the past, the pres- 
ent and future to the extent they exceeded, exceed or may ex- 
ceed $2.04 prior to March 28 and $2.25 thereafter and for the 
future; the charges in connection with set-back movements 
for the past, present and the future to the extent they ex- 
ceeded, exceed or may exceed 60 cents before and 66 cents 
after March 28, and for the future. Complainants in the title 
case, the examiner said, should prepare Rule V statements, 
accompanying their statements with affidavits showing they 
paid and bore the charges, in accordance with the stipulation 
in the record and that the railroads should be authorized to 
waive undercharges. 


STATUS OF RAILROAD TRUCKER 


In a proposed report in MC 1060, Frank J. Trombley com- 
mon carrier application, joint board No. 116 has recommended 
that the application by Trombley, who furnishes service by 
truck as a substitute for service by railroad by the Central 
Vermont, for a certificate or a permit under the grandfather 
clause, be denied on a finding that the applicant’s operations 
are neither those of a common or contract carrier by motor 
vehicle. 

In a sub-number, Frank J. Trombley extension of opera- 
tions, Examiner C. Grafalo has recommended denial of a per- 
mit to engage as a contract carrier in interstate or foreign 
commerce. Both reports were served December 23. 

Trombley, who does business as Trombley Transportation, 
asked for a certificate or a permit to haul general commodities 
between St. Albans and Richford, Vt.; St. Albans, Swanton 
and Highgate Springs, Vt., and St. Albans and St. Albans Bay, 
Vt. He began operations in 1927 and, according to the report 
of the joint board, the trucks owned by him were operated for 
the sole use of the railroad in hauling traffic for it since 1930. 
Under the existing arrangements with the Central Vermont the 
board said the applicant’s operations were neither those of a 
common or contract carrier. 

In the sub-number Trombley asked for a permit as a con- 
tract carrier of general commodities between St. Albans, Vt., 
and Rouses Point, N. Y. In disposing of that application the 
examiner used the language employed by the joint board in 
coming to the conclusion that the Commission should deny the 
application because the applicant, in performing substitute serv- 
ice for the Central Vermont, would not be a contract carrier 
under the motor carrier act. 








TARIFF DUTY FILING CASE 


Deeming the record insufficient for a determination of the 
question whether the defendant was in duty bound to file tariffs 
as a common carrier by motor vehicle, joint board No. 149 has 
recommended, in a proposed report filed December 23, the dis- 
missal of MC C-70, Chicago-Milwaukee Motor Carriers, Inc., 
vs. Joliet Transfer Co. The board, composed of Louis J. Free- 
hof of Illinois, said the failure of the defendant to file tariffs 
as a common carrier of property had not been shown to be in 
violation of the motor carrier act. 

The defendant has pending applications under the grand- 
father clauses of sections 206(a) and 209(a) for a permit to 
continue operations. The report said the permit was asked 
to authorize its operations in connection with forwarding com- 
panies. 

According to the report the case is in the nature of a 
friendly suit to bring about a determination by the Commis- 
sion of the question of the transfer company’s obligation, under 
the motor carrier act, to be shown as a party to tariffs under 
which it handles freight for other motor carriers. 

The facts were stipulated by the parties as follows: De- 
fendant performs a local collection and delivery service at 
Joliet, Ill., for other motor carriers and carloading and for- 
warding companies. It also transports property between Joliet, 
on the one hand, and Chicago and other Illinois points, on the 
other, which is received from or delivered to other motor car- 
riers or carloading and forwarding companies from or to points 
in states other than Illinois. Shipping papers show the trans- 
fer company as the agent for other carriers. 
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The transfer company was a member of Central States 
Motor Freight Bureau, Inc., in 1936 and 1937 and was named as 
a participating carrier in agency tariffs but it withdrew, deem- 
ing the cost, about $500 a year, of the bureau’s services, pro- 
hibitive. The report said there were about 1,700 carriers in 
Chicago and the surrounding area the operations of which were 
substantially the same as those of the defendant. 

The board reviewed the tariff filing parts of the motor 
carrier act and said the transfer company contended that its 
relations to the carrier’s was that of an agent to a principal which 
indicated that its operations might be those of a contract car- 
rier. The provisions of section 217(a), containing mandatory 
provisions for the filing of tariffs, the board said, applied only 
in the event the defendant was a common carrier. It added 
that until the applications of the defendant for a certificate to 
operate as a common carrier as well as a contract carrier were 
decided it could not be determined on the present record if 
any of the applicant’s operations were those of a common car- 
rier. The complainant contended that it was mandatory on 
the part of the defendant, which had filed minimum charges as 
a contract carrier, under section 216, to maintain joint rates in 
the event such a carrier was a party to joint arrangements 
with others for a continuous transportation of property. The 
board said that that part of the act said that common carriers 
by motor vehicle “may” establish reasonable through routes 
and joint rates but that the provisions of that section were not 
mandatory. 

The board said that because of the disabilities of the rec- 
ord, no specific finding could be made that defendant’s prac- 
tices were unlawful but that it should immediately comply 
with section 217 if any of its operations were those of a com- 
mon Carrier. 


SOUTHERN PACIFIC MOTOR CASES 


Authority permitting the continuance of motor carrier 
operations of the Southern Pacific has been recommended by 
Examiner W. T. Croft in MC 78786, Pacific Motor Trucking 
Co., common carrier application, and MC 78787, Same, contract 
carrier application, served December 23. 

The Pacific Motor Trucking Co. was originally a wholly 
owned subsidiary of the Pacific Motor Transport Co., which, 
in turn, was a wholly owned subsidiary of the Southern Pa- 
cific Co., operating as an express company in California, Ore- 
gon, Nevada and Arizona. In 1937 all of applicant’s stock 
was transferred to the Southern Pacific and a year later the 
Pacific Motor Transport Co., having already ceased operating 
in other states, discontinued operations in California and since 
then has withdrawn all applications for operating rights under 
the motor carrier act. 

All of applicant’s executive officers, according to the re- 
port, are officials, in some capacity, of the Southern Pacific 
Co., except its vice-president and general manager, who was 
formerly for many years an employe of that company. 

By 43 separate applications the Pacific Motor Trucking 
Co. sought a certificate authorizing operation as a common car- 
rier or a permit as contract carrier for railroad and express 
companies, jn some instances, and in others as a direct-to-the- 
public common carrier, of general commodities, with the usual 
exceptions. Examiner Croft said that many other applications 
involving extension of applicant’s operations to or between 
points to which no grandfather rights were claimed, which were 
concurrently heard, would be disposed of in separate reports. 
_ The report found the applicant entitled to continue opera- 
tion as a common carrier of general and special commodities 
between various points in California and Oregon over described 
routes, in some specified instances in direct service to the pub- 
lic and, in others, as an underlying carrier for railroads and ex- 
press companies, under the authority of the grandfather clause. 

The examiner said that except in a few instances the ap- 
plicant offered no service direct to the public but operated 
only as an underlying carrier for the Southern Pacific, its 
affiliates, independent short line rail carriers, or the Railway 
Express Agency, Inc. When direct to the public common car- 
rier service was claimed, said the examiner, it was ordinarily 
in connection with an operating right purchased from some 
other carrier. All freight handled as an underlying carrier for 
the rails, said the examiner, was at the time moving on rail 
bills of lading and at rail rates. For its services, applicant, 
the examiner said, was compensated on either a cost plus or a 
unit basis. All pick-up and delivery services and part of its 
line haul operations, said he, were on the by-the-unit basis. 
Generally speaking, the examiner said, applicant maintained 
no freight terminals but utilized the terminals of the rail car- 
rier which it was serving. The examiner said that an equip- 
ment assignment list as of August 31, 1938, showed 334 equip- 
ment pieces in service. 

Except where it rendered a common carrier service di- 
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rect to the public the applicant published no tariffs, but claimed 
to be a party to the tariffs of the rail carriers which it served. 
As to the status of the applicant, Examiner Croft referred to 
Scott Bros., Inc., Collection and Delivery Service, 4 M. C. C. 
551. The line haul service of the applicant, not being subject 
to part I, said the examiner, it followed that as to such services 
it was a common carrier by motor vehicle subject to the motor 
carrier act. Commodities which the applicant had transported 
and sought authority to handle in the future, said the exam- 
iner, included all those customarily handled by rail carriers 
in less than carload lots. 

Examiner Croft considered the case under various sections 
created by the class of service rendered or the routes over 
which the vehicles of the applicant were moved. With regard 
to Los Angeles Harbor-Seal Beach service, the examiner said 
that no past operations having been shown, except such as 
were now exempt, the application should be denied. As to 
pick-up and delivery servicé, the examiner said that on author- 
ity of the Commission’s decision in Scott Bros. case, supra, the 
applications covering such services performed for the Southern 
Pacific Co. should be denied, as that service was under part I 
of the interstate commerce act. He also said the application 
covering pick-up service for the Pacific Motor Transport Co., 
which was no longer in existence, should also be denied. 

With regard to contract carrier operations, the examiner dealt 
with an application requesting a permit authorizing the trans- 
portation of assembled automobiles only, from Melrose (Oak- 
land), Calif., to destinations throughout California. The appli- 
cant purchased an operation conducted in 1934 by H. C. Mc- 
Laughlin, doing business as the Auto Transport Co., Inc., then 
engaged in the transportation of assembled automobiles from 
a plant at Melrose to points throughout the state including a 
substantial number of cars to the docks at San Francisco, 
Oakland and Alameda for immediate reshipment to interstate 
points. The examiner said that operation of the drive-away 
method to Los Angeles and Los Angeles Harbor points begun 
under assumed rights should be discontinued until appropriate 
authority therefor had been obtained. 


PROPOSED REPORTS 


Woven Tape, Etc. 


No. 28043, Narrow Fabric Manufacturers’ Committee vs. 
A. C. & Y. et al. By Examiner Lewis L. Prout. Dismissal 
proposed. First class ratings and rates, woven tape, binding, 
braid and webbing, Philadelphia, Cheltenham and York, Pa., 
to destinations throughout official territory, proposed to be 
found not unreasonable. A third class rating was sought. The 
complaint was filed June 15, 1938. Complainants contended 
that the fabrics here considered should be accorded the same 
rating as cotton piece goods. The examiner said the record 
was deficient in evidence as to values and as to distinctions 
between narrow fabrics and other fabrics which were generally 
accorded the dry goods basis. He said it was further de- 
ficient in that it did not afford a basis for distinction in narrow 
fabrics which were substantially similar to cotton piece goods 
in the original piece and those which, because of expensive 
dyeing processes or cutting to a desired shape and length, were 
not substantially similar to cotton piece goods in the original 
piece. 

Lumber 


No. 28075, Traffic Bureau, Lynchburg Chamber of Com- 
merce for Stevens Lumber Co., Inc., vs. Yadkin et al. By Ex- 
aminer Morris H. Konigsberg. Dismissal proposed. Rates, 
lumber, carloads, Albemarle, N. C., to Johnstown, Pa., pro- 
posed to be found not unreasonable. Complaint was filed July 
29, 1938. 

Wool Pulp Screenings 


No. 27989, C. H. Norton Co. vs. N. Y. N. H. & H. et al. 
By Examiner Edgar Snider. Rate of 23.5 cents, wood pulp 
screenings, carloads, Berlin, N. H., to Westchester, Conn., pro- 
posed to be found to have been unreasonable to the extent it 
exceeded a rate of 17 cents which become effective March 8, 
1937. Reparation in the amount of the difference between the 
rate charged and the rate found reasonable proposed. Com- 
plaint was filed March 10, 1938. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports (unless otherwise stated), be- 
come effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State in 
which applicant has home office is shown in ‘“‘black face’’ type.) 


Maryland—MC 4770, Sub. No. 1, Edgar A. Gill, extension 
of operations. Examiner F. W. Denniston, Jr. Served Decem- 
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ber 27. Permit proposed. Paper board and materials used 
in the manufacture thereof, between White Hall, Md., on the 
one hand, and points in New York, New Jersey, Delaware, Dis- 
trict of Columbia, Virginia and West Virginia, within 175 miles 
of White Hall, on the other, over irregular routes. 

Ohio—MC 43060, Sub. No. 1, L. J. Bray, extension of opera- 
tions. Joint board 57. Served December 27. Permit proposed. 
Clay products and materials used in the manufacture thereof, 
Roseville, Zanesville, and New Lexington, O., to all points in 
the southern peninsula of Michigan over irregular routes. 

Maryland—MC 64573, Sub. No. 1, Richard Cameron and 
Lillian Fogle, extension of operations. Examiner F. W. Dennis- 
ton, Jr. Served December 27. Permit recommended. Paper 
board and materials used in the manufacture thereof, between 
White Hall, Md., on the one hand, and points in New York, New 
Jersey, Delaware, District of Columbia, Virginia and West Vir- 
ginia within 175 miles of White Hall, on the other, over irregular 
routes. 

Nebraska—MC 88399, C. F. Small, common carrier appli- 
cation. Joint board 185. Served December 27. Certificate 
recommended. Live stock, hay, and grain, points in Francis, 
Fairview, Shamrock, Swan, Josie, Wyoming, Chambers and Con- 
ley townships, Holt County, Neb., to points in Plymouth County 
and Sioux City, Ia., and points in Gregory, Tripp and Mellett 
counties and Yankton, S. D., and live stock, commercial feed 
and farm machinery from Sioux City and Yankton, on return, 
over irregular routes. 

Nebraska—MC 88642, Rudolph H. Herfkens, common car- 
rier application. Joint board 185. Served December 27. Cer- 
tificate proposed. Live stock, grain, hay and empty petroleum 
containers, points in Cedar and Dixon counties, Neb., to Yank- 
ton, S. D., and Sioux City, Ia., and commercial feed, machinery, 
coal, lumber and oil, in containers, on return to points in Cedar 
County; emigrant movables from points in Cedar and Dixon 
counties to points in Iowa and South Dakota; and seed corn 
from Sioux City and Des Moines, Ia., to points in Cedar County, 
over irregular routes. 

Nebraska—MC 88867, Harrison K. Huwaldt, common car- 
rier application. Joint board 185. Served December 27. De- 
nial for want of prosecution proposed. General commodities, 
except those requiring special equipment and those of unusual 
value, between Randolph, Neb., and points within 15 miles there- 
of, on the one hand, and Yankton, S. D., and Sioux City, Ia., 
over irregular routes. 

Ohio—MC 89370, Merle O. Troutman, common carrier ap- 
plication. Joint board 27. Served December 27. Certificate 
recommended. Baskets and crates, Atwater, O., to Kane, 
DuBois, Bradford and Pittsburgh, Pa., and Buffalo, N. Y., over 
described routes. 


Minnesota—MC 89386, C. J. Amdale, common carrier appli- 
cation. Examiner I. Freidson. Served December 27. Certifi- 
cate proposed. Emigrant movables between Atwater, Minn., 
and points within 15 miles thereof, on the one hand, and points 
in Iowa, South Dakota, North Dakota and Wisconsin, on the 
other; farm machinery between Atwater, Minn., and points 
within 15 miles thereof, on the one hand, and points in South 
Dakota, on the other; and washing machines from Newton, Ia., 
to Atwater, and points within 15 miles of Atwater, with no 
transportation for compensation in the reverse direction, over 
irregular routes. 


Ohio—MC 89435, Norman Kerr and Harold Smith, contract 
carrier application. Joint board 59. Served December 27. 
Permit proposed. Live stock, all points in Gallia and Wash- 
ington counties, O., to all points in Allegheny County, Pa., over 
irregular routes; beer and the return of empty containers from 
all points in Allegheny County, Pa., to Marietta, O., over U. S. 
highway 22 to Weirton, W. Va., thence W. Va. highway 2 to 
St. Marys, W. Va., thence U. S. higwhay Alt-50 to Marietta, O. 

Kentucky—MC 90712, Eugene Dye, common carrier appli- 
cation. Joint board 37. Served December 27. Denial of appli- 
cation proposed. General commodities, between Flemingsburg, 
Ky., on the one hand, and Cincinnati and Cleveland, O., on the 
other, over specified routes. 


South Carolina—MC 91952, Joseph A. Owens, dba Owens 
Transfer Co., common carrier application. Joint board 130. 
Served December 27. Denial of application proposed. Gen- 
eral commodities between points in South Carolina, Georgia 
and North Carolina, over irregular routes. 

California—MC 92500, Ethel Stamm and George Stamm, 
contract carrier application. Joint board 75. Served Decem- 
ber 27. Permit recommended. Specified commodities, between 
Antioch, Calif., on the one hand, and all points on San Fran- 
cisco Bay at and south of Richmond, Calif., at which recognized 
water terminals are located, particularly San Francisco, Oak- 
land, Richmond and Alameda, Calif., on he other, over irreg- 
ular routes. Modified procedure. Hearing on request. Excep- 
tions, if any, must be filed within 30 days from date of service. 
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Kentucky—MC 94102, W. V. Hubble, common carrier ap- 
plication. Joint board 208. Served December 27. Certificate 
proposed. Live stock, Lancaster, Lexington and Danville, Ky., 
and points in Madison County, Ky., to Cincinnati, O.; feed and 
fertilizer, Cincinnati, to points in Madison County; and fertilizer 
from Jeffersonville, Ind., to points in Madison County, over 
irregular routes. 

District of Columbia—MC 94851, Howard W. Clark, con- 
tract carrier application. Joint board 68. Served December 27. 
Permit recommended. Electrical appliances between Washing- 
ton, D. C., and Laurel, Md., on the one hand, and points in 
the District of Columbia, Maryland, and Virginia, within 40 
miles of the District of Columbia, on the other, but not in- 
cluding service to or from Baltimore, Md. 

New York—MC 95621, John Milton Arink, dba John H. 
Arink’s Sons, common carrier application. Joint board 159. 
Served December 27. Certificate proposed. Household goods 
bewteen points in Suffolk County, N. Y., on the one hand, and 
points in Connecticut and New Jersey on the other, over 
irregular routes. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of 
service. 

Kentucky—MC 95160, George Witt, common carrier ap- 
plication. Joint board 37. Served December 23. Certificate 
proposed. Live stock, points in Estill county, Ky., to Cincin- 
nati, O., and feed, fertilizer and roofing from Cincinnati to 
points in Estill county, over irregular routes. 

Kentucky—MC 94160, Melvin A. Ramsey, common carrier 
application. Joint board 37. Served December 23. Certificate 
recommended. Feed and fertilizer, Cincinnati, O., to points 
in Madison county, Ky., and live stock and poultry from points 
in Madison county to Cincinnati, over irregular routes. 

Kentucky—MC 94140, H. B. Parks, common carrier applica- 
tion. Joint board 37. Served December 23. Denial for want 
of prosecution proposed. Live stock, feed, fertilizer and roof- 
ing material between Cincinnati, O., and points in Madison 
and Fayette counties, Ky. 

Kentucky—MC 94129, John Brown Breedlove, common 
carrier application. Joint board 37. Served December 23. De- 
nial for want of prosecution proposed. Live stock feed and 
fertilizer between Cincinnati, O., and points in Madison, Ga- 
nard, Boyle and Fayette counties, Ky. 

Kentucky—MC 93528, J. L. Barker, common carrier ap- 
plication. Joint board 37. Served December 23. Certificate 
recommended. General commodites, except whiskey, between 
Cincinnati, O., and Sandy Hook, Ky., over U. S. highways 52 
and 62 and Kentucky highways 11 and 32, with service at in- 
termediate and off route points. 

New Jersey—MC 92964, John Fuchs and Joseph Neubauer, 
dba J. & J. Trucking Co., common carrier application. Ex- 
aminer D. C. Dillon. -Served December 23. Certificate recom- 
mended. Continuance of operation, matches, Elizabeth, N. J., 
to New York, Philadelphia, Pa., and points in Westchester 
county, N. Y., and Connecticut, and furs between New York, 
N. Y., and Newark, N. J., over irregular routes. Modified 
procedure. Hearing on request. Exceptions, if any, must be 
filed within 30 days from date of service. 

Nebraska—MC 90250, George Boland, common carrier 
application. Joint board 138. Served December 23. Certifi- 
cate proposed. Live stock, hay, grain and scrap metal, Walt- 
hill, Neb., and points within 20 miles thereof, to Sioux City, 
Ia.; and live stock, grain and hay in the opposite direction over 
irregular routes. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

Ohio—MC 89438, L. J. Lanm, dba L. J. Lanm Trucking 
Co., contract carrier application. Joint board 27. Served De- 
cember 23. Permit recommended. Clay nd clay products and 
steel castings, Alliance, O., to points in Erie, Crawford, Mercer, 
Lawrence, Beaver, Butter and Allegheny counties, Pa.; and 
Chautauqua and Erie counties, N. Y., over irregular routes. 

Massachusetts—MC 60255, Daniel E. McCarthy, common 
carrier application. Examiner Paul R. Naefe. Served Decem- 
ber 23. Certificate proposed. Continuance of operation, gen- 
eral commodities, with exceptions, between points in New 
Hampshire, Massachusetts and Connecticut, over spec‘fied 
routes, and bakers’ ovens, knocked down, clothing and athletic 
goods, and textile mill supplies between certain points in Mas- 
sachusetts and points and places in New Hampshire, Rhode 
Island, Connecticut and New York, over irregular routes. 

Indiana—MC 89382, C. O. York and J. E. York, dba J. E. 
York & Son, common carrier application. Examiner C. Garo- 
falo. Served December 23. Dismissal of application proposed 
at request of applicant. Household goods between points in 
Indiana, Illinois, Ohio, Kentucky and Pennsylvania, over irreg- 
ular routes. 

New Jersey—MC 88869, Edward R. Garton, common car- 
rier application. Examiner C. F. Price. Served December 23. 
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Denial of application proposed. General commodities, Vine- 
land, N. J., Philadelphia, Pa., New York, N. Y., and Baltimore, 
Md., to any and ali points in Connecticut, Delaware, Maryland, 
Massachusetts, New Jersey, New York, Pennsylvania and 
Rhode Island, over irregular routes. 

Nebraska—MC 88764, Earl Von Reutzell, common carrier 
application. Joint board 185. Served December 23. Certificate 
proposed. Farm products, points in Knox County, Neb., Brazile, 
Crawford, Eden, Ellsworth, Garfield, Royal, Sherman, Verdi- 
gris townships, Antelope County, Neb., and Dry Creek, Foster, 
Logan, Plum Grove, and Thompson townships, Pierce County, 
Neb., to Yankton, S. D., and Sioux City, Ia., farm supples, 
farm machinery and commercial feeds on return; and live stock, 
grain, and hay between the territory described in Nebraska, 
on the one hand, and points in Iowa, on the other, over irregular 
routes. The joint board said that service was not authorized 
to or from any point in Nebraska which had service by rail 
except Creighton for the transportation of all the commodities 
named, and Plainview for the transportation of live stock only. 

California—MC 88310, Gerald Gill, common carrier appli- 
cation. Joint board 75. Served December 23. Certificate 
recommended. Beans, San Fernando and Los Angeles, Calif., 
to points in the zone adjacent to and commercially a part of the 
Wilmington, San Pedro and Terminal Island districts of Los 
Angeles and Long Beach, Calif., as defined by the Commission 
in Los Angeles, Calif., Commercial Zone, 3 M. C. C. 248, and 
animal and poultry feed and ingredients therefor, and seed, 
grain, peat moss, bale ties, empty bags, boxes and cartons and 
fertilizer in the reverse direction, over irregular routes. Excep- 
tions, if any, must be filed within 25 days from date of service. 

Missouri—MC 88077, Irwin Sicht, common carrier applica- 
tion. Joint board 135. Served December 23. Certificate recom- 
mended. Live stock, feed and fertilizer between Bay, Mo., and 
East St. Louis, Ill., over a described route, and return. 

New Jersey—MC 82426, Charles Jablonski, dba Karol’s 
Express Co., contract carrier application. Examiner M. B. 
Driscoll. Served December 23. Dismissal of application pro- 
posed at request of applicant. General commodities between 
points in Rhode Island, Massachusetts, Connecticut, New Jersey, 
New York and Pennsylvania, over irregular routes. 

Pennsylvania—MC 76253, A. N. Best and M. T. Watson, 
common carrier application, embracing also MC 89114, Same, 
extension of operations. Examiner F. W. Denniston, Jr. Served 
December 23. Denial of applications proposed. General com- 
modities between points in Pennsylvania, Ohio, New York, New 
Jersey, Maryland, Connecticut, Delaware, Virginia, West Vir- 
ginia, Kentucky, Massachusetts, Illinois, Indiana, Michigan, and 
the District of Columbia, over irregular routes. 

California—MC 31988, Overland Terminal Warehouse Co., 
application for brokerage license. Joint board 75. Served De- 
cember 23. Denial of application proposed on finding operations 
of applicant consisting of those incidental to conduct of general 
warehouse business at Los Angeles, Calif., not to be those of 
a broker for which a license is required. Exceptions, if any, 
must be filed within 25 days from date of service. 

California—MC 24436, Los Angeles Warehouse Co., broker 
application. Joint board 75. Served December 23. License 
proposed. Household goods between points in California, on 
the one hand, and points in all other states and the District of 
Columbia, on the other. Exceptions, if any, must be filed with- 
in 25 days from date of service. 

iNMinois—MC 13070, Sub. No. 1, Nora Striplin, extension of 
operations. Joint board 160. Served December 23. Denial 
of permit recommended. Bakery goods, over regular routes 
between St. Louis, Mo., and Evansville, Ind. The joint board 
said that a new operation such as that proposed should not be 
authorized unless it was apparent that carriers with established 
operations were unable or unwilling to handle the shipments. 

Ohio—MC 10655, Sub. No. 1, Roethlisberger Transfer Co. 
—Kentucky extension. Joint board 37. Served December 23. 
Certificate recommended. Finished and unfinished bicycle parts 
in truck loads, Maysville, Ky., to Shelby, O., over described 
routes. 


Minnesota—MC 43475, William Gordon Glendenning, dba 
Glendenning Transfer Service, common carrier application, 
embracing also a sub-number thereunder, Same, extension ap- 
plication. Examiner C. J. Peterson. Served December 23. 
Certificate recommended. Continuance of operation, dairy 
products from a territory in Minnesota to Chicago, IIl., and 
Milwaukee, Wis., and from a territory in Iowa to Chicago; 
packing house products from South St. Paul, Minn., to points 
on certain highways in Wisconsin and to a territory in Iowa; 
and general commodities, except live stock, between certain 
points in Minnesota and Wisconsin and between certain points 
in those states, on the one hand, and Chicago, on the other, 
over specified and irregular routes; also general commodities, 
except live stock, between Minneapolis and St. Paul, Minn., on 
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the one hand, and Fargo, N. D., on the other, serving certain 
intermediate points, over a specified route. The examiner has 
also recommended grant of a certificate to transport packing 
house products from South St. Paul and Winona, Minn., to 
points in western Wisconsin, and dairy products, from points 
in the northwestern part of Wisconsin to junctions with high- 
ways in Wisconsin over which applicant had grandfather rights 
to transport general commodities, over specified routes. 

California—MC 61588, Chichester Transportation Co., Inc., 
common carrier application. Examiner W. T. Croft. Served 
December 28. Certificate proposed. Continuance of operation, 
specified commodities, between points in California, over irreg- 
ular routes. Exceptions, if any, must be filed within 25 days 
from date of service. 

New York—MC 43318, Wayne C. Stevens, common carrier 
application. Examiner W. R. Tyers. Served December 28. 
Certificate recommended. Continuance of operation, household 
goods between Elmira, N. Y., and points within 25 miles there- 
of, on the one hand, and points in Vermont, Massachusetts, 
Rhode Island, Connecticut, New York, New Jersey, Delaware, 
Pennsylvania, Maryland, Virginia, Ohio, Indiana, Michigan, and 
Illinois, and the District of Columbia, on the other, over irreg- 
ular routes. 

Oklahoma—MC 32318, Millard Brown Taylor, common 
carrier application. Joint board 39. Served December 28. 
Dismissal of application proposed at request of applicant. Gen- 
eral commodities between points in Nowata County, Okla., and 
points in Kansas, over irregular routes. 

Indiana—MC 31021, Sub. No. 2, Ray Miller, dba Ray Miller 
Trucking Co., extension of operation. Joint board 160. Served 
December 28. Denial of certificate proposed. General com- 
modities betwen Chicago, IIl., St. Louis, Mo., and Vincennes and 
Evansville, Ind., over regular routes. 

Oklahoma—MC 19564, Sub. No. 2, L. C. Jones, dba L. C. 
Jones Trucking Co., extension of operations—Missouri and Illi- 
nois. Joint board 251. Served December 28. Certificate 
recommended. Heavy machinery, and oil field pipe and equip- 
ment, in Illinois and Missouri, over irregular routes, provided 
that applicant’s operations in Missouri be limited to traversing 
that state in establishing through transportation service between 
Oklahoma and Illinois. 

South Carolina—MC 15440, Max Efron, dba _ Interstate 
Trucking Co., common carrier application. Joint board 130. 
Served December 28. Denial of certificate or permit proposed. 
General commodities between points in North Carolina and 
South Carolina and between points in North Carolina and South 
Carolina and Augusta, Ga., over irregular routes, and over a 
regular route between Augusta, Ga., and Charlotte, N. C., via 
Columbia, S. C. 

Georgia—MC 12135, Southeastern Stages, Inc., broker ap- 
plication. Joint board 101. Served December 28. License pro- 
posed. Passengers, baggage, express and newspapers at Athens, 
Ga. Modified procedure. Hearing on request. Exceptions, if 
any, must be filed within 30 days from date of service. 

Indiana—MC 12078, Samuel A. Klein, broker application. 
Joint board 72. Served December 28. Denial of application 
for a license proposed. Applicant’s operations in procuring 
persons to drive and deliver used automobile of which appli- 
cant is the owner, proposed to be found not to be those of a 
broker as defined in the motor carrier act. According to the 
report, “applicant does not consider himself to be a broker, 
and does not desire a license to operate as such, but filed his 
application in a spirit of cooperation.” 

West Virginia—MC 3114, Sub. No. 1, Theodore Hamil 
Compton, extension of operation—Pittsburgh and Cumberland. 
Examiner W. R. Frizzel. Served December 28. Certificate 
recommended. Liquid petroleum products, in bulk, Pittsburgh, 
Pa., to Cumberland, Md., and points in Maryland within five 
miles thereof, over described highways, with no transportation 
for compensation on return. 

New York—MC 1673, Earle H. Daniel, dba Owl Transpor- 
tation Lines, common carrier application, embracing also MC 
1674, Same, contract carrier application. Examiner R. J. Flood. 
Served December 28. Denial of applications proposed. Gen- 
eral commodities, over regular and irregular routes, between 
points in New York, New Jersey, Ohio, Delaware, Maryland, 
Pennsylvania, Virginia, West Virginia, Rhode Island, Connecti- 
cut, Massachusetts, New Hampshire and the District of 
Columbia. 

Pennsylvania—MC 86104, Sub. No. 1, Harold Gifford, ex- 
tension of operations. Examiner T. Naftalin. Served Decem- 
ber 28. Denial of permit proposed. Petroleum products, in 
tank trucks, McKean and Warren counties, Pa., to points in 
western New York, over irregular routes. 

Georgia—MC 86157, Sub. No. 2, Southeastern Motor Lines, 
Inc.—Lagrange extension. Joint board 101. Served December 
28. Certificate recommended. Passengers and their baggage, 
and express, mail, and newspapers in the same vehicle with 
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passengers, between Carrollton and Lagrange, Ga., over Georgia 
highway 1, serving the intermediate points of Roopville, Cen- 
tralhatchee, and Franklin, Ga. Modified procedure. Hearing 
on request. Exceptions, if any, must be filed within thirty days 
from date of service. 

New York—MC 88620, William A. Evans, contract carrier 
application. Examiner C. E. Brooks. Served December 28. 
Denial of permit proposed. Petroleum products, points in speci- 
fied counties in Pennsylvania to specified points in New York, 
over irregular routes. The examiner said, among other things, 
that preference of a shipper for the service of a particular 
operator standing alone was insufficient grounds for the grant- 
ing of the authority sought. He said that the proposed service 
would be inconsistent with the public interest for the further 
reason that applicant intended to continue a part of his present 
private carriage of the considered commodities along with his 
proposed contract carrier operations, and cited the decision in 
Geraci Contract Carrier Application, 7 M. C. C. 369, as au- 
thority. 

Kentucky—MC 92328, John Schweitzer, common carrier 
application. Joint board 208. Served December 28. Certifi- 
cate recommended. Household goods, bar fixtures, and safes, 
between Newport, Ky., and points within 15 miles thereof, on 
the one hand, and Cincinnati, O., and. points within 15 miles 
thereof, on the other, over irregular routes. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within 30 days from date of service. 

Indiana—MC 91947, Cecil F. Otto, common carrier appli- 
cation. Joint board 60. Served December 28. Denial for want 
ar proposed. General commodities in Indiana and 

io. 

West Virginia—MC 91454, Charles Fred Burgoyne, dba 
Pendleton Produce Co., common carrier application. Examiner 
W. R. Frizell. Served December 28. Denial of certificate recom- 
mended. General commodities, except those requiring tank 
and refrigerator equipment, between Baltimore, Md., on the 
one hand, and points in Pendleton county, W. Va., and counties 
adjacent thereto in West Virginia and Virginia, on the other, 
over a described route. 

Indiana—MC 94558, J. L. Thomas, common carrier applica- 
tion. Joint board 60. Served December 28. Certificate recom- 
mended. Live stock and fertilizer, between Liberty, Ind., and 
points within 7 miles thereof, on the one hand, and Cincinnati, 
O., on the other, over irregular routes, Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 30 
days from date of service. 

Kentucky—MC 94183, Bradie Teater, common carrier ap- 
plication. Joint board 37. Served December 28. Certificate 
recommended. Live stock, points in Jessamine, Fayette, Madi- 
son, Garrard, Boyle and Franklin counties, Ky., to Cincinnati, 
O., over irregular routes. Modified procedure. Hearing on 
request. Exceptions, if any, must be filled within 30 days from 
date of service. 

Wyoming—MC 94303, Edwin L. Diener, common carrier 
application. Joint board 123. Served December 28. Certificate 
proposed. General commodities, with exceptions, between 
Sheridan, Wyo., and Bierney, Mont., over a specified route, 
serving all intermediate points and those off-route points within 
6 miles of the specified route. Modified procedure. Hearing on 
request. Exceptions, if any, must be filed within 30 days from 
date of service. 

Pennsylvania—MC F-621, P. O. N. Y. Express, Inc., pur- 
chase, Lewis Motor Transportation Lines, Inc. (Allan K. Sawyer, 
receiver). Examiner A. Henry Walter. Served December 28. 
Recommends approval, purchase by P. O. N. Y. Express, Inc., 
Erie, Pa., of operating rights of Lewis Motor Transportation 
Lines, Inc., Olean, N. Y. 

New York—MC 10574, Sub. No. 1, Moe Postman, exten- 
sion of operations—New Haven. Examiner W. R. Pierce. 
Served December 29. Certificate recommended. Bakery sup- 
plies, between New York, N. Y., and New Haven, Conn., and 
intermediate points, over a regular route. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 
30 days from date of service. 

Texas—MC 36435, R. A. Mitchell, contract carrier appli- 
cation. Examiner Alfred W. Booth. Served December 29. 
Applicant’s operations proposed to be found those of a com- 
mon carrier. Denial of certificate and discontinuance of op- 
erations recommended. General commodities, between Pan- 
handle and Amarillo, Tex. 

New York—MC 36467, Sub. No. 1, A. A. Chase & Son, 
extension ‘southward to Albany. Examiner C. I. Kephart. 
Served December 29. Certificate proposed. General commodi- 
ties, with exceptions, over specified routes between Elizabeth- 
town and Ticonderoga and Albany, N. Y., with service at in- 
termediate points and at Schenectady and Rensselaer, N. Y., 
as off-route points. 

Vermont—MC 50066, M. J. Armstrong & Co., common 
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carrier application. Examiner C. I. Kephart. Served Decem- 
ber 29. Dismissal of application proposed for want of prosecu- 
tion. General commodities, with exceptions, between points in 
Vermont, Massachusetts, New York and New Jersey. 

Illinois—MC 65336, Carl J. Richmond, dba Richmond Motor 
Service, common carrier application, embracing also MC 9161, 
Same, contract carrier application. Joint board 149. Served 
December 29. Certificate recommended applicant in MC 65336, 
successor in interest to A. B. McGinn, dba A. E. McGinn Motor 
Service, general commodities, except perishable commodities, 
between Aurora, Ill., and Chicago, Ill., over a specified route, 
serving La Grange, Ill., as an intermediate point. Dismissal 
of application in MC 9161 proposed at request of applicant. 

Illinois—MC 73819, Sub. No. 1, Dale Terry, extension of 
operations. Examiner W. A. Maidens. Served December 29. 
Permit proposed. Building and roofing materials between 
points in Illinois, Indiana, Iowa, Wisconsin, Missouri, Ken- 
tucky and Cincinnati, O., and malt beverages, sodas, car- 
bonated gas, tomato juice and empty containers between Ot- 
— Ill., and points in Wisconsin, Iowa, Indiana and St. Louis, 

Oo. 

Ilinois—MC 75298, Sub. No. 1, Allen Dunning, Golconda- 
Louisville extension. Joint board 1. Served December 29. De- 
nial of certificate proposed. General commodities between 
points located within 15 miles of Golconda, IIll., on the one 
hand, and Louisville, Ky., on the other, over regular and ir- 
regular routes. 

Pennsylvania—MC 88737, Grant C. Shaffer, common car- 
rier application. Examiner G. E. Proudley. Served December 
29. Denial of certificate recommended. Feed and fertilizer, 
Buffalo, N. Y., to points in Armstrong, Clarion, Jefferson, In- 
diana, Clearfield and Venango counties, Pa., over irregular 
routes. 

Illinois—MC 95461, Charles W. Dean, dba Dean Trucking 
Co., common carrier application. Examiner L. R. Conley. 
Served December 29. Certificate recommended. Specified com- 
modities, in truckload lots, to and from certain points in Mis- 
souri, Illinois, Indiana, Ohio and Pennsylvania, over irregular 
routes. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within 30 days from date of service. 

West Virginia—MC 95496, J. M. Bryan, common carrier 
application. Joint board 61. Served December 29. Certificate 
proposed. Asphalt, Martins Ferry, O.; to points in Wetzel, 
Hancock, Brooke, Ohio, Marshall and Tyler counties, W. Va., 
and from Benwood and Weirton, W. Va., to points in Jeffer- 
son, Belmont, Guernsey, Monroe, Harrison and Noble coun- 
ties, O; sand, gravel, cement, brick and scaffolding lumber 
between points in Ohio county and points in Monroe, Belmont 
and Jefferson counties; and coal between points in Ohio, Han- 
cock and Brooke counties and Belmont and Jefferson counties, 
over irregular routes. . 

Pennsylvania—MC 95649, Ned A. Beeman, contract car- 
rier application. Examiner W. R. Pierce. Served December 
29. Permit proposed. Building materials, Lacyville, Pa., and 
points within 15 miles thereof, to Binghamton, Johnson City, 
Elmira and Groton, N. Y., over irregular routes. Modified 
procedure. Hearing on request. Exceptions, if any, must be 
filed within 30 days from date of service. 


PETITIONS FOR REHEARING, ETC. 


Ex Parte MC 22, motor carrier rates in New England. Hartford 
Transportation Co., Inc., asks modification of order of August 3, and 
supplemental order of September 27 in connection with rates on 
fruits and vegetables. 

No. 27445, Agwilines, Inc., et al. vs. Seatrain Lines, Inc., et al. 
Baltimore Association of Commerce, intervener, asks reopening for 
rehearing and reconsideration, and prescription of amounts or differ- 
entials by which rates via the so-called break-bulk routes shall be 
less than those via routes embracing Seatrain Lines, Inc. Petitioner 
also asks that record on rehearing be consolidated with record in I. 
& S. No. 4542, now assigned for further hearing February 8. 

Finance No. 11114, Colorado & Southern abandonment. Protestants, 
Clear Creek County Metal Mining Association, State of Colorado, Public 
Utilities Commission of State of Colorado, Colorado Mining Associa- 
tion, Colorado Chapter of American Mining Congress and Colorado 
Metal Mining Fund ask rehearing to end that Commission may re- 
consider and redetermine issues herein joined, and on such reconsidera- 
tion, that its order be modified so as to grant to applicant a certificate 
authorizing abandonment of segment of its Clear Creek Line between 
Empire and Silver Plume, Colo., and denying certificate to abandon 
line between Idaho Springs and Empire, Colo. 

No. 14880 and related proceedings, Consolidated Southwestern 
Cases. Fort Worth & Denver City and other southwestern railroads, 
defendants and/or respondents, ask Commission to broaden issues as 
requested in petition filed by Galveston Chamber of Commerce, Gal- 
veston Cotton Exchange and Board of Trade, Chamber of Commerce 
of Houston, Tex., and New Orleans Joint Traffic Bureau, so as to en- 
compass on further hearing entire rate structure ocean-rail, rail-ocean 
and rail-ocean-rail between Atlantic seaboard territory, on the one 
hand, and all southwestern territory, on the other, via all port gate- 
ways on the Atlantic and Gulf coast, or in the alternaitve, to rescind 
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all outstanding orders, reopening this proceeding for further hearing, 
deny all outstanding petitions for reopening and/or rehearing or modi- 
fication of outstanding orders, cancel hearings now scheduled and 
dismiss proceeding without prejudice. 

MC-F 734, Hoover Motor Express Co., Inc., purchase, Cincinnati- 
Southern Motor Express, Inc. Hoover Motor Express Co., Inc., and 
Cincinnati-Southern Motor Express, Inc., ask order granting Hoover 
Motor Express Co., Inc., immediate approval to temporarily take over 
and operate Cincinnati-Southern Motor Express, Inc., pending final 
approval. 

Finance No. 9918, Missouri Pacific reorganization. Connecticut 
General. Life Insurance Co. et al., intervening bondholders of Central 
Branch Union Pacific, ask that proceeding be reopened at this time 
for sole purpose of receiving current earnings statements, or that earn- 
ings statements of Central Branch Union Pacific, Missouri Pacific, 
Gulf Coast Lines and International-Great Northern for full year 1937 
and for first nine months of 1938 be marked as exhibits and made parts 
of record in this proceeding. 

Finance No. 9952, Chicago & Eastern Illinois reorganization. Chi- 
cago & Eastern Illinois asks modification of plan of reorganization 
approved by Commission. 

No. 14880 and related proceedings, Consolidated Southwestern 
Cases. Houston Chamber of Commerce, Galveston Chamber of Com- 
merce, and Galveston Cotton Exchange and Board of Trade, inter- 
veners, ask Commission to broaden scope of reopened proceedings 
relating to ocean-rail, rail-océan and rail-ocean-rail rates so as to in- 
clude realtionship of rates via Galveston and Houston with rates via 
south Atlantic ports between all north Atlantic ports and points in 
trunk-line and eastern defined territories, on the one hand, and points 
in Arkansas, Kansas, Louisiana, Oklahoma and Texas, on the other 
hand; and to include issue of reasonableness per se, the relationship 
with rates via New Orleans and as related to all-rail rates, of rates via 
Galveston and Houston between north Atlantic ports and points in 
trunk-line and eastern defined territories, on the one hand, and points 
in Arkansas, Kansas, Louisiana, Oklahoma and Texas, on the other 
hand. Petitioners also ask postponement of hearings now set at New 
Orleans, La., January 7, and at Galveston, Tex., January 9. 

Ex Parte MC 22, motor carrier rates in New England. New Eng- 
land Motor Rates Conference asks further modification of order of 
August 3. 

Finance No. 12101, application of Long Island Railroad Co. for cer- 
tificate permitting abandonment of its Sag Harbor branch. Protestant, 
County of Suffolk, N. Y., asks further hearing. 

No. 26803, Pittsburgh Steel Drum Co. vs. 
Complainant asks further . hearing. 

No. 26510, western-southern class rates. Interstate rail carriers of 
western trunk line and southwestern territories, respondents, ask re- 
consideration and modification of report and order. 

No. 27751, Ernecke & Salmstein Co. vs. C. B. & Q. et al. Com- 
plainant asks entire Commission to reopen, review and _ reconsider 
proceeding on record as made or permit submission of further evidence 
to show that shipments of brewers’ rice imported from New Orleans, 
La., to Chicago and Chicago Heights, Ill., are overcharged in excess 
of the lawful tariff rate. 


Pennsylvania et al. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 12216, Chicago, Burlington & Quincy 
Railroad Co. et al. operation, authorizing operation by the Chicago, 
Burlington & Quincy Railroad Co. and the Green Bay & Western Rail- 
road Co., under trackage rights, over the line of the Winona Bridge 
Railway Co. in Winona county, Minn., and Buffalo county, Wis., ap- 
proved. 

Report and order in F. D. No. 12260, Washington & Franklin Rail- 
way Co. bonds, and F. D. No. 12261, Western Maryland Railway Co. 
assumption of obligation and liability, (1) granting authority to the 
Washington & Franklin Railway Co. to extend from January 1, 1939, 
to January 1, 1954, the date of maturity of not exceeding $378,000 of 
first mortgage bonds, to bear interest during the extended period at 
the rate of 4%4 per cent per annum, and (2) also granting authority 
to the Western Maryland Railway Co. to assume obligation and lia- 
bility, as lessee, in respect of the payment of the interest, taxes, 
charges, and assessments on the bonds as extended, approved. 


FINANCE APPLICATIONS 

MC F-756. Vermont Transit Co., Inc., Burlington, Vt., asks au- 
thority to purchase the operating rights of Ray E. Nichols, dba Bur- 
lington Bus Co. 

Finance No. 12277. Pittsburgh & West Virginia asks authority to 
assume obligation and liability, as guarantor, in respect of equipment 
trust certificates, series of 1939, not exceeding $1,500,000, and for 
the sale thereof. 

MC F-757. Howard Holdcroft, Max R. Holdcroft, William S. Hold- 
croft, Mrs. W. J. Holdcroft and Mrs. Arthur Casper, a partnership, 
of Sioux City, Ia., dba Holdcroft Transportation Co., and Arthur 
Casper, dba Casper Freight Lines, ask authority to merge and con- 
tinue as the Holdcroft Transportation Co., and for temporary operat- 
ing approval of the properties sought to be acquired. 

Finance No. 12281. Akron & Barberton Belt Railroad Co. asks 
authority to abandon operations over that portion of its Fairlawn 
extension extending from a point at or near Copley Road to its 
terminus at Fairlawn Junction, near Fairlawn, all in Summit county, 
O., a distance of approximately 1.7 miles. 

Finance No, 12278. Gulf, Mobile & Ohio asks the Commission for 
a certificate of public convenience and necessity for the acquisition 
and operation of the Mobile & Ohio line extending from East St. 
Louis, Ill., to Mobile, Ala., and from Artesia, Miss., to Montgomery, 
Ala., including branch lines, and for the acquisition of trackage rights 
and operation thereunder as part of the plan for the merging of the 
Gulf, Mobile & Ohio and the Mobile & Ohio into the Gulf, Mobile & 
Northern (see Traffic World, Dec. 24, p. 1333). 
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B. & M. MAINTENANCE 


The Commission, by division 4, in supplemental report in 
Finance No. 12207, Boston & Maine reconstruction loan, on 
petition, has modified its report and certificate of December 6 
conditionally approving a loan of $1,500,000 to the Boston & 
Maine by the Reconstruction Finance Corporation (see Traffic 
World, Dec. 10, p. 1221), so as to permit the use of the pro- 
ceeds of the loan to reimburse the applicant’s treasury for 
expenditures for repairs made necessary by flood damage, etc., 
on the following condition: 


That the advances on the loan shall not exceed the total of the ap- 
plicant’s regular maintenance payroll for the months of January, Feb- 
ruary, and March, 1939, the advances to be made monthly beginning 
with the month of January; and that the finance corporation shall be 
satisfied by evidence before it, that the applicant has expended, for the 
rehabilitation work described in its application, sums equal to the ad- 
vances on the loan; so as to require the assignment to the finance cor- 
poration as part of the security for the loan of the second mortgage on 
the North Station Industrial Building instead of bonds issued under 
that mortgage; and so that the applicant be not required to notify 
the finance corporation, and the Commission of the expenditure of the 
proceeds of the loan. 


The Boston & Maine in its supplemental application said 
that in the period between the date of the disaster and Decem- 
ber 1, it expended $1,374,000 on the work for which the loan 
was requested, in addition to work done and not paid for total- 
ing $120,000, and asked modification of the Commission’s order 
so as to make it clear that the proceeds of the loan might be 
used to reimburse its treasury for expenditures already made, 
as well as to pay for the work performed and not paid for 
and for additional work to be done under the rehabilitation 
program. 

Again dissenting as he did in the former report with re- 
spect to the Commission’s authorizing the loan without a cer- 
tificate, Commissioner Mahaffie said that he found no authority 
for the action taken. 

“Perhaps the deficiency should be remedied by Congress,” 
said he. “But until Congress does change the statute I con- 
sider it binding on us. It may be added that loans to reim- 
burse the treasury for maintenance work already paid for do 
not differ, in financial effect, from loans for the payment of 
interest as to which the requirement of a certificate is un- 
questioned.” 


SIGNAL SYSTEMS 


The Pennsylvania; Pennsylvania-Reading Seashore Lines; 
Cleveland, Cincinnati, Chicago & St. Louis; Baltimore & Ohio; 
Missouri Pacific, and Atchison, Topeka & Santa Fe have filed 
applications with the Commission for approval of proposed 
modification of signal systems or devices under paragraph (b). 
section 26 of the interstate commerce act. Any interested 
party desiring hearing should advise the Commission in writing 
within 15 days from December 23. 

The Minnesota & International; Chicago & North Western; 
Chicago, Milwaukee, St. Paul & Pacific, and Lehigh Valley 
have filed applications with the Commission for approval of 
proposed modification of signal systems or devices under para- 
graph (b), section 26 of the interstate commerce act. Any in- 
terested party desiring hearing should advise the Commission 
in writing within 15 days from December 27. 

The Southern Pacific Co.; and Chesapeake & Ohio have 
filed applications with the Commission for approval of proposed 
modification of signal systems or devices under paragraph (b) 
section 26 of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission in writing 
within 15 days from December 28. 


The Delaware & Hudson; and New York, New Haven & 
Hartford have filed applications with the Commission for ap- 
proval of proposed modification of signal systems or devices 
under paragraph (b), section 26 of the interstate commerce 
act. Any interested party desiring hearing should advise the 
Commission in writing within 15 days from December 29. 


LOANS TO RAILROADS 


The Pittsburgh & West Virginia, in Finance No. 12276, has 
asked the Commission to approve and the Reconstruction Fi- 
nance Corporation to grant aid in financing the sale of the 
not exceeding $1,500,000 par value of equipment trust certifi- 
cates, the aid not to exceed 90 per cent of the cost of equip- 
ment which the carrier proposes to acquire. The equipment 
trust certificates are to be issued in connection with the ac- 
quisition of 600 55-ton steel hopper cars and 100 steel box 
cars estimated to cost $1,675,000. The proposal is that the 
R. F. C. shall purchase equipment trust certificates not ex- 
ceeding $1,500,000 or such lesser amount as it may determine 
and guarantee the payment of the principal and interest or 
dividends on the certificates. 
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ROOSEVELT COMMITTEE REPORT 
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“The railroads are not entitled to any preferred treatment 
at the hands of the government to aid them in competing with 
other forms of transportation,” said President Roosevelt’s rail 
committee in its report (see Traffic World, Dec. 24). 

“They most certainly are entitled, however, to expect no 
less favorable treatment than that accorded their competitors 
in all matters of governmental regulation, imposition or sub- 
sidization. 

“Tt is clear, moreover, that there cannot be an orderly 
and proper development of a national transportation system, in 
which each of the various agencies will be utilized in the way 
and to the extent that is justified by sound economic considera- 
tions, unless and until all of them are accorded equality of 
treatment in these important matters. It is equally clear that 
there is gross inequality in the treatment accorded them in 
these matters at the present time.” 

The representatives of railroad management and railroad 
labor joined in recommendations they believed would provide 
machinery for correction of the situation depicted in the fore- 
going paragraphs. The proposed machinery calls for a single 
regulating agency with jurisdiction over all agencies of trans- 
portation and a transportation board ultimately to have power 
to control the size of the entire transportation plant. 

The summary of the committee’s report was made public 
unexpectedly early the afternoon of December 23 after the 
committee had submitted its findings to President Roosevelt. It 
had been understood that the President probably would not 
make the report public until he transmitted it to Congress. 
However, immediately after the members of the committee had 
left the White House it was announced that the committee’s 
summary of the report (see Traffic World, Dec. 24, p. 1353) 
would be made public as soon as copies could be made of it. 
Later in the afternoon copies of the entire report became 
available. 


Transportation Policy 


“There are certain regulatory provisions now applicable 
to the railroads alone which we regard as unduly restrictive 
and improper for application to any mode of transportation, 
principally because they go beyond the proper scope of regula- 
tion and invade the field of management,” said the committee. 
“We are submitting hereinafter our recommendations for the 
repeal or modification of particular provisions of that sort. 
Those changes alone, desirable as they are, would go but a 
short way toward removing the inequalities and inequities 
in the present situation with respect to governmental regulation 
of transportation. Much more fundamental changes are also 
required. 

“If anything of lasting benefit is to be accomplished in 
the way of relief to the railroads, their problem must be recog- 
nized and dealt with as a phase of the entire transportation 
situation. There should be no further delay in the adoption of 
a definite national transportation policy which will provide for 
fair and impartial regulation of all modes of transportation. 
Such regulation should be so administered as to preserve the 
inherent advantages of each mode of transportation, promote 
safe, economical and efficient service and foster sound economic 
conditions; encourage fair wages, equitable working conditions 
established through collective bargaining; and prevent unfair 
or destructive competition; all to the end of promoting, en- 
couraging, and insuring the development of a national trans- 
portation system adequate to meet the full needs of commerce, 
of the postal service, and of the national defense. 

“We recommend the adoption and formal declaration by 
the Congress of a national transportation policy embodying 
the foregoing principles. 

“It is not sufficient that the regulatory provisions on their 
face deal impartially with all modes of transportation. It is 
equally important that there be uniformity and impartiality in 
their administration. This can best be assured by providing 
that the agency administering any particular phase of regula- 
tion shall do so with respect to all modes of transportation. 
As a further step toward safeguarding impartiality in adminis- 
tration, the agency should not be permitted to set up one 
division, department, or bureau to exercise a particular regula- 
tory function with respect to one mode of transportation and 
different divisions, departments, or bureau to exercise the same 
function with respect to other modes.” 


Present Regulatory System 


The committee reviewed the scope of regulation of the 
various transportation agencies as now provided by law, as 
well as the relations of the government to transportation in 
other respects such as those dealt with by the U. S. Bureau 
of Public Roads and the Bureau of Marine Inspection & Navi- 
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gation. The committee pointed out there was no uniformity with 
respect to all agencies of transportation in the present regula- 
tory system. 

“For the purpose,” it said, “of affording a convenient basis 
for the statement of our subsequent conclusions and recom- 
mendations on the subject, we summarize under the following 
eight general heads the numerous regulatory and administra- 
tive functions which are now discharged by the Interstate Com- 
merce Commission with respect to the railroads: 


1. Rates: Control over all rates, fares and charges and all rules, 
regulations and practices connected therewith, including the mode and 
form of their tariff publication, with the power to prescribe both 
maxima and minima and to require the establishment of joint through 
rates both as between different railroads and as between railroads on 
the one hand and water carriers on the other and to fix the divisions 
of such joint rates. Also under this head comes the authority to permit 
the pooling of revenue by railroads in proper cases. 

2. Services: Control over the supply, use, movement, distribution 
and interchange of equipment. Also under this head comes the au- 
thority to permit the pooling of traffic in proper cases. 

3. Accounting: Control over accounting, with the power to pre- 
scribe a uniform system of accounts, to require and prescribe proper 
charges to be made to operating expenses in accounting for depreciation, 


and to require the keeping of operating statistics, the filing of re- 
ports, etc. 


4. Valuation: Duty to ascertain and report the value of all prop- 
erty owned or used for common carrier purposes and, separately, of 
all property held for other purposes; and to keep itself informed of 
all changes therein in such way as to enable it to revise and correct 
its previous valuations. 

5. Facilities: Control over all construction of new lines and all 
extensions or abandonments of existing lines, including the power to 
require extensions of line in proper cases or the construction of neces- 
sary facilities for interchange of traffic between railroads or between 
railroads and water carriers and to compel the joint use of terminals. 

6. Finance: Control over issuance of securities, acquisition of con- 
trol by one railroad of another or by a railroad of a water carrier or 
motor carrier, the consolidation of two or more railroads, mergers, 
leases, interlocking directorates, etc. 

7. Investigation: General power of the Commission to institute in- 
vestigations on its own motion into any matter coming within its jur- 
isdiction for the purpose of the enforcement of the act or of making 
recommendations to Congress with respect thereto. 

8. Miscellaneous Duties: Enforcing compliance with numerous sta- 
tutes relating to hours of serve, health, comfort and safety of employes, 
as well as various other matters. Among the statutes referred to are 
the accident reports act, ash pan act, automatic train-control pro- 
visions of section 26 of the interstate commerce act, boiler inspection 
act, Clayton anti-trust act, hours of service act, safety appliance acts, 
signal inspection act, standard time act, transportation of explosives 
act. 


“There are certain phases of regulation as now provided 
for railroads and some of the other modes of transportation, 
which are so closely related that it would obviously be unwise 
to separate them for purposes of administration. This is true, 
for example, of those which we have hereinbefore grouped under 
the three general heads of ‘rates,’ ‘services,’ and ‘accounting.’ 
Similarly related to one another are those grouped under the 
two general heads of ‘facilities’ and ‘finance.’ The adminis- 
tration of the various phases of regulation comprehended under 
all five of these general heads involves action that is quasi- 
legislative and, to some extent, quasi-judicial in character, and 
should unquestionably be vested in some independent agency 
or agencies created by and responsible to the Congress. ‘Valua- 
tion,’ which we understand to be essentially a judicial function, 
is of importance in connection with the regulation both of 
‘rates’ and ‘finance,’ but we believe its greater importance to 
be in the former connection. 


Equality of Regulation 


“We recommend appropriate legislation which will provide 
uniform regulation, similar in character and scope, for all 
modes of transportation—rail, highway, pipe-line, air and 
water (coastal, intercoastal, inland, and the Great Lakees).... 

“We recommend that responsibility for administering all 
provisions of the regulatory statutes with respect to ‘rates,’ 
‘services,’ ‘valuation,’ and ‘accounting,’ as those terms are 
hereinbefore defined, be lodged, as to all modes of transporta- 
tion, in the Interstate Commerce Commission. We also recom- 
mend leaving with the Commission power similar to that which 
it now has with respect to ‘investigation’ as defined above, but 
limited to matters properly falling within its jurisdiction. 

“We recommend that uniform and impartial administration 
by the Commission of such regulatory provisions as they relate 
to all modes of transportation be further safeguarded by appro- 
priate statutory requirement that will prevent it from dividing 
od departmentalizing itself along other than strictly functional 
ines. 

“We recommend that responsibility be left with the Inter- 
state Commerce Commission for the administration of such 
functions of the sort hereinbefore grouped under the head of 
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‘Miscellaneous Duties’ as it is now administering. We make 
no recommendation with respect to similar duties that are now 
being discharged by other agencies or bureaus. 


Revision of Rate-Making Rule 


“In addition to the broad declaration of policy which we 
have recommended to govern in the administration of all 
regulatory provisions, we think it is desirable that there also 
be a more specific declaration of policy to govern in the matter 
of rate regulation. The present so-called rate-making rule 
embodied in section 15a of the interstate commerce act has 
proven unsatisfactory in practice. Responsibility for its failure 
is largely chargeable, we think, to the construction placed by 
the Commission on the direction contained therein that in fixing 
rates it should give consideration, among other things, ‘to the 
effect of rates on the movement of traffic.’ That phrase has 
been taken by the Commission as evidencing an intent that 
where the only real issue presented with respect to proposed 
changes in rates is whether they would result in greater or 
less net earnings than the old rates, its own judgment rather 
than that of the railroads shall control. To deny the railroads 
the discretion involved in determining that question does not 
merely subject them to regulation but deprives them of one of 
the most important functions of management. 

“We recommend the repeal of section 15a and the substitu- 
tion therefore of a rate-making rule, applicable to all modes of 
transportation, to the effect that it shall be the duty of the 
Commission to exercise its authority over rates, so far as is con- 
sistent with its duty to protect the public against the exaction 
of unreasonable and unjustly discriminatory rates, in such 
way as to permit the establishment by each mode of transporta- 
tion of rates which, as a whole, will be adequate, under honest, 
efficient and economical management: (a) to sustain a national 
transportation system sufficient at all times to meet the needs 
of commerce, of the Postal Service and of the National defense; 
(b) to establish and maintain credit so that capital essential 
to provide the needed facilities and service may be attracted 
to the transportation industry; and (c) to afford fair treatment 
to those having their money invested in the property held for 
and used in the service of transportation. The Commission 
should as at present be allowed reasonable latitude to modify 
or adjust any particular rate which it may find to be unreason- 
able or unjustly discriminatory and to prescribe different rates 
for different sections of the country. 

“This proposal would not limit the power of the Commis- 
sion to prescribe maximum and minimum rates or to suspend 
new rates. 

Power of the States as to Rates 


“State regulatory authorities have at times caused much 
confusion through their failure to follow the lead of the Inter- 
state Commerce Commission in general rate revisions. Section 
13 of the interstate commerce act now permits the carriers to 
secure from the Interstate Commerce Commission relief from 
action of the states, where it can be shown that such action 
constitutes an undue interference with interstate commerce 
and a discrimination against such commerce. Under the law 
as it stands, the procedural methods available result in much 
delay and deprive the carriers of revenue authorized by the 
Commission while the present cumbersome processes are being 
followed. 

. “We recommned, therefore, that the law be amended in 
two particulars: 


(a) It should be provided that, in any general application of the 
carriers to the Interstate Commerce Commission for a revision in rates 
there may be put in issue initially the matter of state rates, so that 
the Interstate Commerce Commission, when it comes to decide the ap- 
plication as to interstate rates, may, after due notice and hearing, also 
make an order requiring the state rates to conform to the interstate 
rates, where such conformity is necessary to avoid undue interference 
with interstate commerce. Such a change would prevent many of the 
expensive delays which have accompanied section 13 proceedings. 

(b) It should be provided that where a stafe is undertaking to re- 
vise intrastate rates, the Commission may suspend such action of the 
states, pending full investigation upon a prima facie showing that such 
proposed change would unlawfully discriminate against interstate 
commerce. 


Transportation Board 


“We recommend the establishment by appropriate legisla- 
tion of a new and independent agency, hereinafter referred to as 
‘The Transportation Board,’ composed of members appointed 
in the same way, and with qualifications and tenure the same, 
as members of the Interstate Commerce Commission. 

“We recommend that the transportation Board be specifi- 
cally charged with the duty of investigating and reporting to the 
Congress (a) concerning the relative economy and fitness of 
rail carriers, water carriers, and motor carriers for transporta- 
tion service, or any class thereof, with the view of determining 
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the service for which each is especially fitted or unfitted and 
for which its use should accordingly be encouraged or discour- 
aged in the interest of avoiding wasteful and destructive com- 
petition, and (b) concerning the extent to which the three modes 
of transportation are supported, directly or indirectly, by the 
use of government funds, together with its recommendations: as 
to legislation dealing with either of these subjects which it 
deems necessary or desirable. This should be a continuing 
duty, but the board should be required to make its first report 
on both subjects within one year from the date of its creation. 

“Equality in regulation of all transportation agencies is 
necessary to the future maintenance and development of each 
of these modes of transportation in its proper sphere, and to 
the best interest of the country. We believe that equality of 
regulation can only come through the regulation of like 
functions of all agencies of transportation by the same regula- 
tory authority. We also recognize the fact that any one regula- 
tory body cannot be burdened with work beyond its capacity, 
without resulting inefficiency. Therefore, after the investiga- 
tion is completed and with the filing of its report, the board 
should be vested with full jurisdiction for the administration, 
as to all modes of transportation, of all provisions of the regula- 
tory statutes that relate to ‘facilities’ and ‘finance,’ as those 
terms are hereinbefore defined, also full and exclusive responsi- 
bility for the discharge of all functions of a research and pro- 
motional nature relating primarily to any mode of transporta- 
tion wherever the responsibility for the discharge of any such 
function may now be lodged. 


Subsidies to Water Transportation 


“Aside from transportation on the Great Lakes, such in- 
land navigation as we have in this country is conducted on 
waterways that are natural only in name. ‘they are navigable 
only as a result of the expenditure by the government of enor- 
mous sums of money in their canalization and the stabilization 
of their banks and in the maintenance of the results accom- 
plished by past expenditures. ‘The result is that, while there 
may be some room for difference of opinion as to the precise 
measure of the subsidy in some cases, because of the mingling 
of expenditures for navigation purposes with those made for 
flood control, reclamation or other purposes, there can be no 
question as to the fact of the heavy subsidization of all who 
are permitted to use these inland waterways for commercial 
purposes free of charge. In some instances the annual subsidy 
alone amounts to more per ton-mile of traffic handled on these 
waterways than the average charge per ton-mile at which it 
could have been shipped by rail. 

“Of the total investment of the Class I railroads in trans- 
portation facilities in 1937 of $25,325,575,000, 55 per cent, or 
$13,929,067,000 is represented by their roadway and other facili- 
ties corresponding to those which are now being provided 
at public expense for the free use of the inland water car- 
riers. The cost to the railroads of maintaining their facilities 
of the character mentioned and the taxes paid by them thereon 
in 1937 amounted to $537,135,000, not including interest on 
the investment. These figures indicate the extent of the dis- 
advantage at which the railroads are forced to compete with 
these water carriers as a result of the subsidization of the 
latter by the government. 

_ “In addition to being unfair to the railroads and other car- 
riers which compete with these inland water carriers, this sub- 
sidization of the latter unjustly discriminates against shippers 
who are not in a position to take advantage of the transporta- 
tion thus afforded at public expense to the relatively few who 
are in a position to avail themselves of it. For this reason, and 
also because of the misleading notion which it creates as to 
the real costs of such transportation, this subsidization is 
against the public interest. The injury to shippers is by no 
means confined to that which results from differences in rates 
on the same commodities as between water-borne and non- 
water-borne traffic. Shippers by rail or highway also suffer 
from the fact that their rates on traffic which is in no way 
competitive with that moving by water are necessarily affected 
by reason of the added burden of operating costs which is 
placed on such traffic as the result of the loss of other traffic 
to the water routes or the reductions required in the rates on 
other traffic to prevent its diversion to the water routes. 

“In accordance with the broad principle that each mode 
of transportation should be required to pay its own way, in 
the interest of equality of treatment of all forms of transpor- 
tation, in the interest of avoiding unjust discriminations and 
undue preferences and prejudicies as between shippers, and in 
the general public interest, we recommend the enactment by 
the Congress of appropriate legislation providing for a fair 
and reasonable system of tolls to be charged for the commer- 
cial use of all inland-navigable waters which have been made 
and are kept navigable at public expense. 

“We make no recommendation with respect to tolls for the 
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use of harbors or of the Great Lakes, but it is intended to in- 
clude the various coastal canals. The recommendation is lim- 
ited to the payment of tolls adequate only to reimburse the 
government for its expenditures in improving and maintaining 
the waterways for purposes of navigation. 


Federal Barge Lines 


“The most pronounced case of governmental subsidization 
of competitive transportation is that involved in the operation 
of the Federal Barge Lines, which has been conducted since 
1924 by the Inland Waterways Corporation, created by the 
Congress for the purpose of operating barges on the Mississippi 
River and certain of its tributaries. Under the sanction of that 
legislation the corporation is now operating on various inland 
waterways in competititon with the railroads, with motor car- 
riers and with privately owned boat lines. The Denison Act 
of 1928 indicates the purpose of these operations as follows: 


It is hereby declared to be the policy of Congress to continue the 
transportation services of the corporation until (1) there shall have 
been completed in the rivers where the corporation operates, navigable 
channels, as authorized by Congress, adequate for reasonably dependa- 
ble and regular transportation service thereon; (2) terminal facilities 
shall have been provided on such rivers reasonably adequate for joint 
rail and water services; (3) there shall have been published and filed 
under the provisions of the Interstate Commerce Act, as amended, such 
joint tariffs with rail carriers as shall make generally available the 
provisions of joint rail and water transportation upon terms reasonably 
fair to both rail and water carriers; and (4) private persons, companies, 
or corporatios engage, or are ready and willing to engage, in com- 
mon-carrier service on such rivers. 


“Whether or not all these specified conditions have been 
met, the experiment has continued to the point where there 
can no longer be doubt as to the success or failure of the barge 
line operation. We recommend that the Congress provide by 
appropriate legislation for the immediate disposal of all these 
properties, either as a whole or piece-meal, so as to bring 
about discontinuance of their operation by the government. 
To do so would be but to carry out its expressed intent at the 
time it authorized the experiment. Pending the termination 
of such operations the corporation should be required to pay 
tolls in accordance with the foregoing recommendation, or at 
least the regulatory authority having control of its rates should, 
in fairness to competing carriers, be required to take such 
tolls into consideration in determining the adequacy of its 
charges. 

Extension of Waterway Improvements 


“The Congress has prohibited the construction of a new 
railroad or the extension of an existing one, except upon a 
satisfactory showing that such construction is necessary and 
desirable in the public interest. The same principle which 
forms the basis of that legislation applies with equal force to 
expenditures by the government on new waterway transporta- 
tion projects, or the extension or enlargement of existing ones 
for purposes of navigation. 


“We therefore recommend the adoption by the Congress 
of a definite policy restricting such projects hereafter to those 
which, after thorough consideration by a competent and dis- 
interested tribunal, have been found to be consistent with the 
principles embraced in the general declaration of policy here- 
inbefore recommended, to have sound economic justification 
and therefore to be in the public interest. 


Subsidization of Highway Transportation 


“The railroads have long felt that they are also placed at 
an unfair disadvantage in competing with transportation by 
highway because of inadequate payment required of the latter 
for its use of the public highways for commercial purposes. 
The fact of the disadvantage is clear when it is considered that 
in addition to the 9 cents later referred to as being paid by the 
railroads out of every revenue dollar for taxes, it takes about 
23% cents more out of that same dollar to cover the cost of 
maintenance of and interest on their rights of way, roadbed and 
tracks, computing the interest at 4 per cent. The taxes alone 
on that part of their property amount to approximately 3 cents 
of each dollar. Highway transportation, on the other hand, 
pays about 4% cents out of each revenue dollar for all taxes, 
which figure includes the total payment made by it for the use 
of the highways. Whether or not this manifest disadvantage 
of the railroads and their patrons is or is not unfair depends 
upon the adequacy or inadequacy of the latter payment fully to 
compensate the public for the use made of its highways by 
the commercial users. 


“The fact of this matter is not so easily determined as in 
the case of transportation on the inland waterways because 
highway transportation does contribute somewhat to the cost of 
building and maintaining the highways, through gasoline and 
license taxes. It is highly important, therefore, that this matter 
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be given careful and enlightened study by a competent and dis- 
interested body. In another connection herein we have recom- 
mended a comprehensive investigation into this subject and 
believe action thereon should await the recommendations of the 
authority charged with that investigation.” 


Fourth Section 


In urging repeal of the long-and-short-haul clause of the 
fourth section of the interstate commerce act the committee 
summarized rail objections to that clause, pointing out that no 
similar restriction was imposed on other modes of transporta- 
tion and asserting that the rule had proved a serious handicap 
bs the railroads in competing with other modes of transporta- 
ion. 

“In dealing with applications under section 4 it (the Com- 
mission) does not confine itself to determining whether the 
proposed rate would be legal, but also deems it necessary to 
decide whether or not the establishment of the proposed rate 
would be wise,” said the committee. “A negative finding on the 
latter question alone is sufficient, in its opinion, to justify a 
denial of a fourth section application. This assumption by the 
Commission of power which is so fundamentally opposed to the 
theory underlying the interstate commerce act, which is that 
of government regulation and not government management of 
the railroads, is alone sufficient to warrant the repeal of those 


provisions of the act upon which it bases such assumption of 
power.” 


Reparation 


The committee recommended amendment of the interstate 
commerce act with respect to reparation as has been recom- 
mended by the Commission in its annual reports. The repara- 
tion recommendations are that provision be made requiring 
proof of actual damage as a condition to an award of repara- 
tion to any claimant, and, second, that the Commission’s power 
to award reparation under the first four sections of the act be 
restricted to the period beginning 90 days prior to the date 
on which the complaint is filed, and, in the case of overcharges 
under section 6, to the period of six months prior to the filing 
of the complaint, such periods to be subject to the existing 
exceptions stated in paragraphs 3(c) and 3(d) of section 16, 
modified to conform to the Commission’s recommendation, and 
that actions at law by carriers for the collection of undercharges 
be limited to the period of six months from the time the cause of 
action accrues. These recommendations rest largely on the 
fact, according to the report, that few, if any, rates are on a 
basis not approved by the Commission in ony way or another. 


Taxation 


In its recommendations relating to taxation the committee 
said that the railroads were now paying out in taxes more than 
9 cents of every dollar of gross revenue, and that the Federal 
Barge Lines, a competitor, paid nothing. All other water car- 
riers reporting to the Commission paid only 2 cents out of every 
dollar. Regulated motor carriers paid 4% cents, it said. 

“The taxes paid by the railroads are true taxes, in the 
sense that they are applied to discharging the ordinary ex- 
penses of the government, state and federal,” it said. “In the 
case of highway carriers, most of the so-called taxes are applied 
to highway improvements. In the case of water carriers, the 
small amount of taxes is due to the fact improved waterways 
are furnished at the expense of the government.” 


In 1937 the total tax bill of Class I railroads was $325,- 
665,165, of which all but $72,700,242 in federal taxes was paid 
to the states, according to the report. 

Discrimination of states in the imposition of ad valorem 
taxes on railroads as well as imposition of so-called franchise 
taxes were discussed. The committee recommended that Con- 
gress enact legislation providing that this type of taxes may 
not be imposed by the states except to the extent that the taxes 
are paid from current net earnings reasonably attributable to 
intrastate operations. Taxes in excess of amount so ascertained, 
it said, should be declared to be an undue burden on interstate 
commerce. 

The committee said the railroads should be relieved entirely 
from the surtax on undistributed profits, or in the alternative, 
they should be allowed to deduct from the income subject to 
this tax amounts expended for debt reduction and for additions 
and betterments. Continuing, the committee said: 


The capital stock tax and excess profits tax, under the Federal 
scheme, are closely related. The capital stock tax is based upon an 
adjusted declared value. The taxpayer has the privilege of fixing the 
value of his capital for the purpose of taxation. In other words, the 
declared value has no necessary relation to actual value. However, the 
excess profits tax provision imposes a 6 per cent surtax on all net in- 
come in excess of 10 per cent of the adjusted declared value and 12 
per cent surtax upon net income in excess of 15 per cent of the ad- 
justed declared value. Under the present law, the adjusted declared 
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value is determined each three years. In the case of railroads emerg- 
ing from bankruptcy, it is clear that they should have the privilege of 
making a new declaration of capital stock values without waiting for 
the expiration of the three-year period, since the capital structure of 
the reorganization road will differ greatly from that of the road before 
reorganization. It is likewise true that when consolidations of railroads 
occur, the consolidated corporation should have the privilege of making 
a new declaration of capital stock value. 

We recommend that changes be made in the statutes in accordance 
with the foregoing suggestions. 

While federal taxes have not been a conspicuous burden in the last 
few years, due to scanty net income, yet in any comprehensive program 
dealing with taxes, consideration should be given to a condition of 
affairs that will result if business revives and if railroad earnings in- 
crease. While in 1937 the railroads paid more than $32,000,000 in in- 
come taxes, yet in periods of relative prosperity they have paid more 
than $100,000,000. In view of the widespread demand and urgent need 
for debt reduction and for additions and betterments Congress would, 
in our opinion, be justified in providing that, for a limited period at 
least, amounts used for those purposes should be allowed as credits to 
income subject to income taxes. 

We recommend that this be done. 


Grade Crossings, Etc. 


The committee recommended that the railroads be relieved 
of the burden of contributing to the cost of elimination of grade 
crossings, pointing out that their competitors on the highways 
were not called on for any direct contribution. It also recom- 
mended that whenever a railroad in connection with a water- 
way improvement project was required to alter or reconstruct 
any of its bridges or other facilities it should be reimbursed 
by the government for all cost thereof in excess of any direct 
benefit accruing to it from the change. 

In urging repeal of the reduced rate provisions of the 
land grant statutes the committee said there were now 69 
different agencies and departments of government which re- 
ceived the benefit of these rates and that the number was con- 
stantly increasing. It estimated the annual amount of the 
deductions at about $10,000,000. 

“This traffic,” said the committee, “has grown to a volume 
far in excess of anything that could possibly have been in con- 
templation of the parties at the time the land grants were made. 
The government received more than full consideration for the 
lands granted in the enhancement in value of the adjoining lands 
retained by it which resulted from the construction of the rail- 
roads, to say nothing of the amount already received by it in 
the way of reduced transportation charges.” 


Reorganization Procedure 


“There is general dissatisfaction with the way in which 
the procedure provided in section 77 of the bankruptcy act has 
worked out in practice. The feature of the present procedure 
that is apparently responsible for this dissatisfaction is the 
duality ‘of the jurisdiction which it sets up for dealing with 
plans of reorganization, with its requirements for the approval 
of such plans by both the Interstate Commerce Commission 
and the district courts but with power lodged in neither tribunal 
to effectuate its own conclusions in the event of lack of 
unanimity. 

“The primary responsibility for and jurisdiction over re- 
organizations is committed to the Interstate Commerce Com- 
mission, even in respect of the allocation and distribution of 
new securities, a process which involves the determination of 
legal and equitable rights often involving problems of the 
utmost legal complexity which it would seem that the courts 
are clearly better equipped to deal with than is a regulatory 
commission. When, after hearings that are usually quite ex- 
tensive, the Commission has finally succeeded in formulating 
a plan, it is given no authority to put it into effect but must 
refer it back to the court in which the bankruptcy proceeding 
is pending. If the court, after further extensive hearings 
thereon, finds it possible to approve the plan as referred to it 
by the Commission, it must be again referred to the latter for 
submission to all creditors and stockholders affected thereby 
in an effort to secure the necessary assents. After the Com- 
mission has performed that task, it is required to refer the 
results back to the court for entry of the degrees necessary 
to bind nonassenting creditors and stockholders. 

“In the event the court finds itself unable to adopt the 
plan as submitted by the Commission, it has no alternative but 
to dismiss the bankruptcy proceedings, leaving the debtor to 
its own devices, or refer the plan back to the Commission with 
its recommendations to see if that body is willing to modify 
its original conclusions. This may involve further shuttling of 
the matter back and forth between the court and the Commis- 
sion. 

“It seems clear that this unwieldly procedure both can, 
and should be, simplified, and that the first step toward the 
accomplishment of that result should be to restore full control 
over all phases of reorganization to the courts, where we think 
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that it properly belongs. Recognizing, however, the desirability 
of insuring so far as possible the handling of such a highly 
important and exceedingly difficult matter in each instance by 
a course which is especially fitted therefor by training and 
experience, we are not suggesting that this control be vested 
in the Federal district courts. 

“We recommend that the Commission be relieved of all 
responsibility in connection with railroad reorganizations either 
in ordinary equity receivership proceedings or in proceedings 
under section 77 of the bankruptcy act. 

“We further recommend that establishment of a single 
court, to be located at Washington or some more central 
point if deemed desirable, and to be vested with all the juris- 
diction now exercised by both the federal district courts and 
the Commission over all matters connected with the reorganiza- 
tion of railroads involved in proceedings under section 77 of 
the bankruptcy act, or in equity receivership proceedings, 
appeals therefrom to be directly to the Supreme Court. 

“The judges of the court (not less than three, but prefer- 
ably five) should have the status of federal circuit judges and 
should have the same qualifications and be appointed in the 
same way as federal circuit judges. They should be selected 
with especial reference to their experience in and qualifications 
for the highly specialized work to which the court is to be 
devoted. They could probably be made subject, when not oc- 
cupied with cases in their own court, to assignment to assist 
in the work of the district courts or the Circuit Court of Appeals 
in any circuit. 

“Our recommendation would leave in the district courts all 
jurisdiction now exercised by them in proceedings under sec- 
tion 77 of the bankruptcy act and in railroad equity receivership 
proceedings, except those which relate to the reorganization 
of the debtor companies. We would provide that any petition 
in bankruptcy or receivership should be filed in the appropriate 
district court as now, but that a copy of the petition should be 
concurrently filed in the reorganization court, with the jurisdic- 
tion of the latter attaching as soon as the petition is allowed 
in the district court. From the time of the attachment of its 
jurisdiction, the new court should have full and exclusive juris- 
diction over all matters relating to reorganizations, without the 
necessity of the approval of any of its actions by the Interstate 
Commerce Commission, but with the right to call upon it or 
any other Governmental body for information or assistance. 
The district court should continue to function as it does now 
with respect to all other matters connected with the bankruptcy 
or receivership proceedings. 

“We also think it would be in the interest both of economy 
and efficiency in the administration of the affairs of a railroad 
in bankruptcy if the present provision of section 77, which 
makes mandatory the appointment of at least one trustee, and 
of an additional one in the event anyone connected with the 
debtor is selected, were eliminated and the court were left 
free to exercise its own discretion in the matter as is provided 
under section 77-B with respect to other corporations. 

“The aim of any reorganization should be to provide a 
capital structure which is reasonably calculated to safeguard 
against future insolvency and the necessity of further reorgan- 
ization. Reorganizations of the past have all too frequently 
failed in that aim. The reason for this in our judgment is that 
too much emphasis has been placed heretofore on the total 
funded debt of the reorganized company and its relation to the 
physical value of the property, and too little emphasis upon 
the resulting fixed charges and the future earning capacity of 
the property in bad times as well as good. 

“We accordingly recommend appropriate statutory provi- 
sion to the effect that no reorganization plan shall be approved 
by the court unless the fixed charges for which it provides are 
in an amount which is within the ability of the property to earn 
at all times, as demonstrated by its past experience. 


Voluntary Reorganization 


There seems to be a rather general feeling among those 
concerned over the present financial condition of the railroads 
that the bankruptcy act will remain unsatisfactory and inade- 
quate so long as it fails to provide some means by which: 

(1) A financially embarrassed railroad which is able to arrange a 
composition with a large majority of its creditors and stockholders 
may be able to effect a reorganization on the basis of the composi- 
tion agreement without the formality of procedure as now required by 
Section 77, thus avoiding most of the delay, expense, and sacrifice of 
efficiency and prestige which seem to be necessary incidents of such 
procedure; or 

(2) A railroad, faced with presently maturing obligations which it 
will be unable to meet, may, without formal petition in bankruptcy, 
secure a temporary moratorium thereon, where there are reasonable 
grounds for the belief that it will thereby be enabled to work out of 
its difficulties and meet all obligations in full. 


“Doubt has been expressed as to the constitutional validity 
of any legislation seeking to set up procedure of the sort neces- 
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sary to accomplish the results sought. For that reason we make 
no recommendation with respect to the matter, although we 
have no doubt as to the desirability of such legislation if it 
can properly be provided. 


Capital Structures of Solvent Roads 


“Recent low levels of business have shown the necessity 
for maintaining a better balance in the capital structure of the 
railroads and as early as conditions will permit efforts should 
be made to bring about an improvement in this situation. This 
may be accomplished either through refunding obligations with 
reduction in fixed charges or by retirement of portions of the 
outstanding debt. 

“To the extent that paper profits are realized in connection 
with the retirement of debt, the railroads should be permitted a 
credit in the computation of their income tax. 


Coordination 


“There has been considerable discussion regarding the pos- 
sibility of substantial savings and improvements in railroad 
operations and service to the public through what has come to 
be known as coordination, by which term is meant any form 
of unification of particular facilities or services of two or more 
railroads without unification of the railroads themselves. Such 
investigations as have been made disclose some possibilities of 
operating economies through particular coordinations, but the 
practical aspects of the problem presented in most cases have 
offered obstacles of such magnitude as to make the projects 
infeasible. 

“It is highly important in considering this subject to recog- 
nize the extent to which coordination already exists in the rail- 
road industry. The industry, mainly as the result of voluntary 
action of railway managements, is probably the most exten- 
sively coordinated one in the country, particularly if considera- 
tion is given to its competitive status under the governmental 
regulatory policy that has prevailed. 

“The fundamental difficulty in connection with most coordi- 
nation projects that have been suggested is that they would 
involve virtual consolidation of facilities or equipment of com- 
peting carriers while leaving the owners thereof still in compe- 
tition, or involve consolidation of highway competitive traffic 
without eliminating the reasons for competition. It is easy to 
understand the resistance of a railroad to a project which 
involves giving up to one or more of its competitors the use 
of terminals or other facilities which it has acquired and de- 
veloped through pioneer effort, foresight, initiative and the 
expenditure of vast sums of money and the continued exclusive 
use of which it regards as essential to its future well being. 
We know of no method by which a railroad could be properly 
compensated for a surrender of its position in such a case. 

“Consolidation, on the other hand, which we treat sepa- 
rately hereafter, need mean no surrender of position attained 
through ingenuity, foresight and investment, but contemplates a 
blending of the separate units into the consolidated company 
on an equitable basis which gives full and proper recognition 
to all attributes and contributions of each. 

“Furthermore, the coordination of railway terminals re- 
quires the organization of joint agencies or new corporate 
entities and separate operating organizations, involving in many 
instances the expenditure of large sums for physical improve- 
ments with resuting increase in fixed charges. Additional 
expenses inherent in these separate terminal organizations op- 
erate to offset or absorb apparent economies. The expeditious 
movement of traffic is obstructed by the division of supervision 
and authority consequently created, with resulting increase in 
expenses. Also effective competition by a railroad with other 
modes of transportation is to a large extent dependent on serv- 
ice, and much of the advantage of the railroad in this connec- 
tion lies in its ability to handle its own traffic through terminals. 

“While there have been suggestions of economies in opera- 
tion through the pooling of traffic, the resulting adverse effect 
on communities that would be deprived of adequate transporta- 
tion service and the substantial elimination of competition and 
service reduce to a great extent the possibilities in-this direction. 

“The joint use of equipment is universally practiced, and 
research into countless other projects now being carried on by 
joint carrier organizations can be relied upon to uncover such 
as have real merit. We are of the opinion that railway manage- 
ments will carry forward in the future, as they have in the past, 
such coordination projects as are desirable and feasible from 
a practical standpoint. Coordination and pooling constitute a 
field clearly belonging to railway management and should not 
be made a Governmental function. To the extent that improve- 
ments in service and economies of operation can be obtained 
through unification of operations it should wherever possible be 
accomplished through consolidation, with which we deal in 
another section of this report. 

“None of these projects should be undertaken without a 
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clear demonstration of real economic advantage and a full con- 


sideration of the rights and interests and fair and equitable 
protection of the employes. 


Consolidations 


“We use the term ‘consolidation’ to mean actual unifica- 
tion of two or more railroads whether by technical consolida- 
tion, merger, purchase, lease or common control. Historically, 
the large railroad systems of the United States have developed 
through the consolidation of numerous small roads. Economies 
of operation have thus been secured, and a more satisfactory 
transportation service has been afforded to the public. It is our 
belief that other economies may be effected and that added 
improvement may be made in the service rendered the public 
through further consolidations, but here also the interests of 
the railway employes should be recognized and properly safe- 
guarded. 

“Competition between railroads is of continually lessening 
importance to the public as other modes of transportation sup- 
ply more and more of that competition which was once provided 
only by competition between the railroads themselves. The 
result is that further railroad consolidations may be effected in 
many cases with great public benefit. Proper consolidations 
would also be a factor in the elimination of circuitous routing, 
with the direct result of increasing carrier earnings without 
increases in rates to the public. 

“No objection could be urged today against consolidation 
that could not have been urged with much greater force against 
the actual consolidations of the past. Yet without the consolida- 
tions of the past there would be no major rail systems of 
today. The progress and accomplishments of the past are in- 
dicative of the possibilities of accomplishments of the same sort 
that may be realized in the future. 

“Those who have had experience in rail transportation 
recognize that the only true coordination is that which is 
brought about through consolidation. The practical difficulties 
which inhere in coordination are absent in consolidation. 

“The fact that consolidation of railroads has not been car- 
ried out to an even greater extent is, in our opinion, ascribable 
to two factors. Prior to 1920 it was retarded by the prohibi- 
tions of the anti-trust acts. Since that date it has been ham- 
pered by the unduly restrictive provisions of section 5 of the 
interstate commerce act with their requirement for a rigid plan 
developed in accordance with a prescribed formula, which mili- 
tates against any results that are not highly artificial and 
unattractive. 

“We do not think the country is ready for any compulsory 
system of consolidations. Whether ultimate resort must be had 
to the principle of compulsion is a question which we think it 
better to defer until after there has been an opportunity to 
see what can be accomplished if the railroads are relieved from 
these limitations and restrictions. In our opinion the best 
results will be achieved by leaving all initiative in the matter to 
the railroads themselves, with the requirement of the approval 
of the Transportation Board before any consolidation may law- 
fully be made effective, such approval to carry with it immunity 
from all prohibitions and restrictions of state or federal laws, 
as is now provided by the act with respcet to approvals granted 
by the Interstate Commerce Commission. 

“The present requirement in section 5, paragraphs (2) and 
(3), of the interstate commerce act for a consolidation plan 
should therefore be repealed, and other requirements that 
section as to the showing necessary to justify any proposed 
consolidation should be modified. 

“Preferably, consolidation should be effected through ex- 
change of securities and should result in reductions of fixed 
charges. Unless conditions fully warrant it, and the board shall 
specifically so find, any leasing arrangement which contem- 
plates a guarantee of dividends as an incident of consolidation 
should not be permitted. 

“After the details of any proposed consolidation have been 
determined by the interests involved, they should be embodied 
in an application for approval addressed to the Transportation 
Board. In passing upon such an application, the board should 
be governed by the following considerations: 


(a) That the public interest will be served by assuring adequate 
transportation service; 

(b) The possibility that the consolidation will isolate and injure 
weak railroads not included. The board shall accordingly have the 
authority to require the inclusion of such roads upon equitable terms 
as a prerequisite to its approval; 

(c) That the consolidation will not result in an increase in the 
total fixed charges; 

(d) The interests of the employes affected. The board shall examine 
into the probable results of the proposed consolidation and require, as 
a prerequisite to its approval, a fair and equitable arrangement to 
protect the interests of the said employes. 


“We recommend legislation repealing those portions of the 
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interstate commerce act which make the regulatory body re- 
sponsible for the prescription of a general plan of consolidation 
for railroads, and substituting therefor provisions which will 
restore to the carriers all initiative in the matter, with require- 
ment of the approval of the Transportation Board before any 
proposed consolidation may lawfully be made effective, such 
approval to be granted or withheld in accordance with the 
considerations hereinbefore suggested, and, when granted, to 
carry with it relief from all restraints or prohibitions imposed 
by state or federal law. 


R. F. C. Loans 


Under section 5 of the Reconstruction Finance Corporation 
act, the Reconstruction Finance Corporation is authorized, with 
the approval of the Interstate Commerce Commission, including 
approval of the price to be paid, to purchase (either for its 
own account or for account of a railroad obligated thereon) 
or guarantee the obligations of railroads engaged in interstate 
commerce (including equipment trust certificates) for the pur- 
pose of aiding in their financing, reorganization, consolidation, 
maintenance, or construction, or to make loans, upon full and 
adequate security, for the same purposes to such railroads or 
to receivers or trustees thereof, when, in the opinion of the 
Reconstruction Finance Corporation, funds are not available 
on reasonable terms through private channels. The statute 
contains the further requirement that in the case of loans to 
or the purchase or guarantee of obligations of railroads not 
in receivership or trusteeship the Interstate Commerce Commis- 
sion shall, in connection with its approval thereof, also certify 
that such railroad, on the basis of present and prospective earn- 
ings, may reasonably be expected to meet its fixed charges 
without a reduction thereof through judicial reorganization, 
except that such certificates shall not be required in case of 
such loans made for the maintenance of purchase of equipment. 

“We recommend that the following changes be made in this 
section of the Act: 


1. That the certificate required of the Interstate Commerce Com- 
mission be to the effect that the prospective earning power of the rail- 
road involved, together with the character and value of the security 
offered, will, in the opinion of the Commission furnish a reasonable as- 
surance of the retirement or repayment of such loan or obligations, 
and reasonable protection to the corporation. This is in substance the 
requirement that applied to loans made under section 210 of the trans- 
portation act, 1920. 

2. That the authority of the Reconstruction Finance Corporation to 
purchase or guarantee obligations be expanded to include the obliga- 
tions of receivers or trustees of railroads and obligations guaranteed by 
any railroad or a trustee or receiver thereof. 


Maintenance Loans 


“The unexpected duration of greatly depressed railroad 
traffic and gross earnings has resulted in a deferment of ex- 
penditures for essential or desirable maintenance and a mate- 
rial reduction in employment opportunities. In addition there 
is danger that this situation may operate to an even greater 
extent. 

“In order to meet this existing and threatened condition 
we recommend that for a limited time the Reconstruction 
Finance Corporation be empowered, on such terms, conditions 
and restrictions as it may determine, and with the object of 
preserving and improving transportation facilities, and stabiliz- 
ing and encouraging the employment of labor, to make loans to 
railroads or to the receivers or trustees thereof, to cover ex- 
penditures for maintenance of way, structures and equipment, 
provided that the borrowing railroad, receiver or trustee agrees 
to use the proceeds of the loan for the direct employment of 
labor and for the purchase, or in reimbursement of the pur- 
chase, of materials to be used for maintenance of way, struc- 
tures and equipment, with the stipulation that the amounts 
chargeable to labor must be expended to maintain existing 
forces, which would otherwise be reduced, or increase existing 
forces. All such employment should be at the wage rates and 
under working conditions covered by agreements between the 
carrier and its employes and preference should be given to 
railway employes partially employed or on furlough. 

“We further recommend that terms of the greatest liber- 
ality with respect to rate of interest and for repayment should 
be the essential corollary of loans for these particular purposes; 
that collateral should not be exacted nor repayment of prin- 
cipal demanded other than as a condition precedent to the 
payment of any interest by the carrier upon bonds which is 
contingent upon earnings or the payment of dividends. 


Equipment Loans 


“We recommend that the Reconstruction Finance Cor- 
poration be authorized to make loans to the railroads or to 
receivers or trustees thereof, for the construction or acquisi- 
tion of new equipment, up to the full cost thereof, on the 
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security of trust certificates on the equipment so acquired, the 
loans to bear interest at a rate not in excess of 2 per cent per 
annum, payable semi-annually throughout the life of the loan, 
with any payments on the principal of any such loan during 
the first five years of the life thereof to be optional with the 
borrower, it being provided that such of the principal as re- 
mains unpaid at the end of the first five years shall be paid 
in equal semi-annual installments over the next ten years. 


“A Final Word” 


“Your committee has carefully considered many sugges- 
tions and recommendations which have come to us from 
various sources. We have also considered proposals advocated 
by railway management and the labor organizations having to 
do with labor relations, but laid them aside believing that they 
are in the main problems to be worked out to the extent pos- 
sible in joint conference by these interests through collective 
bargaining, and if no solution can be found they may be urged 
upon the government or otherwise handled as the circumstances 
may appear to warrant. 

“In the matter of operating performance, safety, speed, 
efficiency, and quality of service the railroads have made 
notable progress. They continuously provide the nation with 
its lowest-cost mass transportation. 


“No industry has been more forward looking than have 
the railroads, nor has any displayed greater courage than they 
did in 1933, when, at the depth of the depression, they under- 
took wholesale improvements in their facilities and service, 
including general modernization of their equipment and motive 
power, air-conditioning, and adoption of the latest in light- 
weight materials and streamline design. This is a compelling 
example of what the railroads can be depended upon to do 
when business revives, when equal competitive opportunity is 
afforded, and when credit becomes available through ordinary 
sources. 


“During the eight years, 1923 through 1930, they expended 
a total of $6,741,000,000 for capital improvements. An average 
of a billion dollars a year can justifiably be expended in further 
modernizing and improving their properties, including acquisi- 
tion of new equipment. This would be in addition to normal 
expenditures for maintenance. The resulting gain in employ- 
ment would extend beyond the railroads to all those engaged 
in eos and manufacturing railroad supplies and ma- 
terials. 


“We are certain that within the field of competitive trans- 
portation there is a deep seated public interest, which none of 
the several modes of transportation can even measurably de- 
termine alone, and which needs an unbiased, unprejudiced, 
expert analysis and determination. In this consideration it is 
not necessary, nor throughout our report and recommendations 
have we consciously permitted the suggestion, that any mode 
of transportation should be restricted or its public usefulness 
abridged in order to benefit the railroads. 


“While the equalization of competitive opportunities which 
we recommend will aid the railroads materially toward secur- 
ing their fair share of potential traffic, there will remain mat- 
ters with which the industry itself can and should deal. For 
one thing, they should give more accelerated activity and effort 
to the matter of adjusting their services and pricing to the 
requirements of the traffic. We suggest the desirability of a 
comprehensive survey by the management of each railroad in 
its own territory to determine at first hand from the users of 
other modes of transportation their reasons for so doing, and 
that wherever possible action be taken promptly to correct any 
condition thus discovered to be responsible for any unjustified 
diversion of railroad traffic. There must also be a realization 
on the part of management that many of the corrective meas- 
ures to which we have called attention require the active, in- 
telligent and united support of the entire industry for their 
accomplishment. 


“The imagination of the public is always more aroused 
by the potentialities of new developments than by the 
proven abilities of established ones. It is not unnatural, there- 
fore, that these new transportation agencies have obscured the 
eyes of many to the basic importance of our railroads. An 
elementary consideration of the problem, however, will reveal 
that no other agency, or combination of agencies, new or old, 
has demonstrated an ability adequately to meet all the trans- 
portation needs of the country. The railroads are just as essen- 
tial today as ever before. 


“It is manifest that the public interest will not be served 
by attempting to balk economic progress or to restrain any 
newly developed transportation agency from performing those 
functions which it has shown a peculiar ability to fulfill. We 
suggest no such policy of retrogression. To the contrary, we 
urge the adoption of a progressive policy which will recognize 
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the changing conditions and will shape future legislation ac- 
cordingly.” 

In an appendix the committee set forth a survey of trans- 
portation in the United States containing a factual and statis- 
tical basis for its conclusions and recommendations. 


Wheeler Sees President 


Chairman Wheeler, of the Senate interstate commerce 
committee, said he would confer with the President on the 
report. He said he intended to “lean backward” in aiding the 
carrying out of any program for rehabilitation of the railroads 
the President might be in favor of. He indicated he did not 
agree entirely with the recommendations. He remarked that 
many railroads were in bad financial condition, partly due to 
some forms of unfair competition and partly due to their own 
fault. 

J. J. Pelley, president of the Association of American Rail- 
roads, said the report appeared to be the “most comprehensive 
and constructive that has ever been made as to the transpor- 
tation problem and proposals for its solution.” 

After conferring with President Roosevelt December 27, 
Senator Wheeler, chairman of the Senate interstate commerce 
committee, said the report was discussed in a general-way and 
plans were made for a conference next week with Representa- 
tive Lea, chairman of the House committee on interstate and 
foreign commerce, and others, at which the situation with re- 
spect to proposed transportation legislation would be discussed. 
Later in the day at his press conference the President said he 
supposed he would send something to Congress on the transpor- 
tation problem. 


Senator Wheeler said the report could be taken as a “work- 
ing basis” for proposed legislation. There were some things 
in it with which he disagreed—for instance, the recommendation 
that the long-and-short-haul clause be repealed—and other sub- 
jects were discussed in such a general way that it was not 
clear as to just what was recommended. He indicated that the 
recommendation with respect to revision of the rate-making 
rule of section 15a was not clear. 

“There is nothing new in the report,” said he, adding that 
the proposals had been talked about in one way or another for 
several years. 

He had come to no conclusion as to the proposal that tolls 
be charged for use of the inland waterways, said he. 

As to the recommendation that a transportation board be 
created, he said he would have to examine that very carefully. 

The rate-making proposal of the committee, said he, was 
couched in such general terms that it was difficult to tell just 
what was intended. One view was that the railroads wanted 
power to fix their rates with the Commission acting only in 
case of individual rates alleged to be unlawful, said he; some 
— officials, however, had told him they did not mean 
that. 

Senator Wheeler said he told the President he was willing 
to cooperate to the end of obtaining legislation but that he was 
not committed to anything in the report. The report was in 
such general terms, said he, that it would be difficult to say 
whether one was for it or against it because of the interpre- 
tation that might be put on the recommendations made. 

President Roosevelt was asked in a message sent by H. W. 
Warley, president of the Maritime Association of the Port of 
New York, not to approve the recommendation of the commit- 
tee that the long-and-short-haul clause be repealed. The asso- 
ciation opposed the Pettengill bill repealing the clause on the 
ground it would destroy intercoastal and coastwise wate 
services. Mr. Warley took a similar position in his message 
the President. 

President Roosevelt was asked also by Harry S. Bro 
chairman of the Intercoastal Steamship Freight Ass@piati 
not to approve the recommendation for repeal of the lo 
short-haul clause. 







Lea Will Offer Bill 


Chairman Lea, of the House committee on interstate and 
foreign commerce, who plans to introduce a transportation bill 
as a basis for hearings, said he regarded the committee report 
as an able presentation of the situation and that it would be 
helpful in the study of the problem. 

The hearing before his committee, Chairman Lea empha- 
sized, would not be confined to the bill he will introduce. A 
“free and open” hearing will be held, according to the chair- 
man, though he wishes to make as much progress as possible 
to the end that legislation may be obtained at the coming ses- 
sion of Congress. 

Asked what his bill would cover, Mr. Lea said he had 
declined to indicate the scope of the measure, believing it best 
not to discuss it until after it had been introduced. 

One who had been following the transportation situation as 
long as he had as a member of the committee on interstate and 
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foreign commerce, said he, had certain convictions but he did 
not think such convictions as he had would prevent him from 
approaching the problem with an open mind and perhaps have 
some of his convictions changed by testimony. 

As to general views held by him on the transportation 
problem, Mr. Lea has referred inquiries to remarks made by 
him informally before the Pacific Northwest Advisory Board 
at Spokane, Wash., September 23. 

Mr. Lea declined to comment on the rate- making proposal 
in the committee report but in his address at Spokane he indi- 
cated he felt the regulating body should possess power to control 
effectively the rate situation with respect to all carriers. Power 
should exist, Mr. Lea believes, for the protection of the rates 
of the most economic carrier. His point is that where a given 
transportation service has been demonstrated to be economical 
and in the public interest and that at the rates being charged 
the carrier is earning a fair profit, a carrier of another type 
should not be permitted to cut under the rates of the first car- 
rier, resulting in the creation of non-profitable operations. 

As he saw it, said Mr. Lea, the new agencies of transpor- 
tation could not be taxed out of existence. 

“They can earn their place in the sun,” said he, “but the 
limit upon their operation, as I see it, must be their economic 
worth to society. And I believe too, the rails must find their 
limitation whether we like it or not, in the economic line that 
is drawn, because of the service they perform to the people of 
the United States.” 

The country had proceded on the theory that the carrier 
was entitled to just and reasonable rates, “but the rate struc- 
ture today is largely built upon a basis of expediency and to 
a large extent permitted the carrier to cut his rate to meet the 
competition of the other agency.’ 

“To a further extent in that process of beating down rates, 
not infrequently by the aid and pressure of shippers, we have 
largely deprived these transportation agencies of the real ap- 
plication of a doctrine of reasonable and just rates, even to 
themselves, and largely by their own efforts, as I see it,” said 
he. 

Mr. Lea believes that competition may be placed on an 
economic basis of merit. 

“That affords an abstract principle, at least,” said he, “of 
discriminating between these different lines of transportation 
and fixing rates that will have the effect to some extent, at 
least, of allotting traffic to the different agencies, according to 
the economic advantage with which they can carry that freight.” 

Mr. Lea said he realized the difficulty in that situation and 
recognized further that even under such a system as suggested 
it could not be expected that the carrier would ride a storm 
= depression such as the country had gone through, in good 
shape. 

“We can devise no scheme by which those who perform 
the great function of the _transportation of this country are 
going to ride depressions in immunity,” said he, “ but there 
are some things I think we could and ought to do. One is not 
to begrudge a transportation company a reasonable return on 
its investment. Unless they are permitted to set up a reserve, 
they are unprepared to ride through depression because, in- 
evitably, transportation, like the rest of the affairs of the 
country, must share depression with the rest of the country. So, 
I would think we should not only permit them to make a good 
return in times of prosperity but I would think it would be 
all right to either permit or require them to build up reserves 
against emergency depressions.” 

Withs ct to government ownership, Mr. Lea said that 

t would o remedy at all—it would be changing from 

ine oh fine ties to another. 

axs Gepis it pays no dividends; it increases per- 
pperming ense,” said he. 

ica greement with the recommendation of 

t consolidation provisions be amended 

ifement that the Commission shall pre- 

number of systems. He proposed 






gerg’might be permitted. 

ization of the Commission, Mr. Lea said 
he would be in favor of reorganization primarily on the theory 
of dividing the burdens according to the functions performed 
by the Commission. 

“Let some have control of the policy-making features and 
the administrative functions of the Commission and let part 
of that Commission devote themselves to the purely regulatory 
oe the quasi-judicial and quasi-legislative functions,” 
said he. 

“T would think it is not necessary to have eleven men to 
decide a rate case. Suppose we had seven men on whom would 
rest the duty of making these decisions, or, suppose we divide 
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the Commission into divisions dealing with these separate 
agencies. Then above that, let us create a sort of appellate 
court of appeals, with the idea of preserving harmony and unity 
in carrying out this policy of coordinating rates between the 
different agencies. My own judgment would be that we might 
call that higher group an appellate group, and the men on 
that group would be independent of the decisions made before 
them. In other words, the man who participated in making 
the decision in the division should not be permitted to sit on 
the appellate court.” 


Truckers Attack Report 


Attacking the Roosevelt committee report, the American 
Trucking Associations, Inc., charged in effect December 30 
that the principal recommendations were in the interest of the 
railroads. Recommendations held to be adverse to the truck- 
ing industry were those relating to revision of the rate-making 
rule, creation of a transportation board to study subsidies, etc., 
repeal of the long-and-short-haul clause, and elimination of 
special divisions, such as Division 5, of the Commission, which 
supervises regulation of the motor carrier industry. 

The committee’s statement that highway users did not 
meet their equitable proportion of the cost of construction and 
maintaining the highways they used was characterized as 
“specious propaganda” and an appeal was made to the automo- 
tive industries, farmers, and industries using the highways to 
counteract it. 


POSTALIZATION OF RATES 


John A. Hastings, formerly a New York state senator, ad- 
vocate of “postalizing transportation,” has opened offices in 
Washington to carry on a campaign in behalf of adoption of 
his proposal which he puts forward as the only answer to the 
railroad problem. He announced that he would continue an 
advertising campaign which he began recently by buying an 
entire page of newspaper space. Substantial manufacturers in 
the middle west were contributing to the campaign, he said. 
Frank R. Fageol, of Kent, O., manufacturer of busses and 
trucks, was one of his supporters, he said. Bills giving effect 
to the Hastings plan were introduced at the last session of 
Congress and it is expected similar measures will be introduced 
at the coming session. 

Mr. Hastings issued a statement in which he predicted that 
the Commission would order a reopening of the eastern pas- 
senger fare case “with a view to drastic reductions.” He 
referred to his petition for reopening (see Traffic World, Dec. 
24, p. 1331). Stating he was the author of the plan for postaliz- 
ing rail passenger fares umder which a nominal charge would 
be made for any distance of travel in a series of designated 
zones throughout the country, he cited the action of southern 
carriers in voluntarily deciding to reduce their fares and said 
that unless similar action was now taken by railroads of the 
eastern district he would press for an early hearing on the 
petition. Continuing, he said: 


After carefully watching the spiral decline of railroad passenger 
traffic and revenue of the eastern and southern carriers following the 
increase in passenger fares last July, I filed with the Interstate Com- 
merce Commission, on December 15 last, a petition to reopen for 
reargument and reconsideration the passenger fare case. Following the 
filing of this petition the rail carriers in southern territory reduced 
their passenger rates from 2 cents per mile, under which they lost 
passenger business, to 1% cents per mile, under which the travel 
density and financial returns were greater. 

The time for the eastern carriers to answer the petition, or to 
request an extension of time in which to do so, expired on December 
27. They neither filed answers nor applied for time extensions. The 
implication is unmistakable, therefore, that they plan to follow the 
course of the southern carriers and reduce passenger fares in the east 
in order to recapture lost passenger volume and create new traffic. 
It has taken a long time and no little effort to convince railroad man- 
agement that low rates, not high rates, make more money for them. 
This I pointed out most emphastically two years ago at the hearings 
held in Ex Parte 123. 

When rail management will divest itself of the age-worn methods 
of rate fixing, which are no longer applicable in this day, and will 
apply the principle of postalization, the properties entrusted to their 
care will be financially rehabilitated and their securities, 56 per cent 
of which are held by savings banks, insurance companies and fiudciary 
institutions, will again be worth more than the paper upon which they 
are so elegantly engraved. 

If the railroads of the eastern district do not follow the course of 
the southern carriers I shall prosecute my petition, now pending before 
the Commission, to that end, and I have reasons to believe the Com- 
mission will take appropriate action. 


Chairman Wheeler, of the Senate interstate commerce 
committee, has asked the Commission for a report on the 
Hastings postalization plan. Submitting data prepared by Mr. 
Hastings which the senator said “would indicate that the rail- 
roads could be profitably operated with postalized rates,” he 
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asked Chairman Splawn to have the figures carefully analyzed 
at the chairman’s earliest convenience. 


“I want your opinion as to whether it can be worked out 
on a sound business basis for the railroads,” said Chairman 
Wheeler in his letter. 


For the last five years the senator said he had given some 
thought and attention to the Hastings plan and that on its 
face “the plan looks good to me.” 


“The railroads of this country,” continued the senator in 
his letter, ‘constitute a mass production industry. In order 
for a mass production industry to be successful, it must have 
mass consumption. Mass consumption in railroads means 
mass use of the seats in chair cars and berths in sleeping cars. 


“The only excuse for mass production is that by such 
means, an industry can produce better and cheaper goods 
What applies to the automobile industry applies to the rail- 
roads. They must have more business and the way to get 
more business is to give the lowest possible rate consistent 
with sound business principles. It costs as much to pull a 
coach half full as it does full. There is very little more cost 
of maintaining road beds used by ten trains than by one.” 


Chairman Wheeler said the people of the country had dem- 
onstrated that they wanted to travel and see the country. 


“The people of the west want to visit the east, and the 
people of the east should see the west,” said he. ‘More travel 
means more men working on the railroads, means more equip- 
ment, more men employed in heavy industry.” 





LEHIGH VALLEY INTEREST PLAN 


The Lehigh Valley Railroad Co. and its subsidiaries, Penn- 
sylvania and New York Canal & Railroad Co., the Lehigh Valley 
Rail Way Co., and the Lehigh Valley Railroad Co. of New 
Jersey in Finance No. 12284, have filed a plan, subject to cred- 
itor assent, for extending time of maturities and for the pay- 
ment of interest on their funded debts, rather than go into 
default and ask for reorganization. The plan is the result of 
extended negotiations with institutional holders of large 
amounts of system bonds, bank creditors, and the Reconstruc- 
tion Finance Corporation. 


The plan contemplates the extension for 5 years from its 
present maturity of 75 per cent of each of the 5 semi-annual 
interest installments ($1,558,463 each) on the Lehigh Valley 
Railroad Co. general consolidated mortgage bonds falling due 
November 1, 1938, to November 1, 1940, inclusive; the extension 
for 10 years of the principal of Pennsylvania and New York 
Canal & Railroad Co. consolidated mortgage bonds ($8,500,000 
now outstanding) due April 1, 1939; the Lehigh Valley Rail 
Way Co. first mortgage bonds ($15,000,000 outstanding) due 
July 1, 1940; and Lehigh Valley Terminal Railway Co. first 
mortgage bonds ($10,000,000 now outstanding). 


The plan contemplates arrangements with the company’s 
bank creditors holding $8,375,000 of bank loans, and with 
R.F.C. holding $1,889,000 of loans, other than series V equip- 
ment obligations, whereby the fixed principal amounts required 
to be paid on the loans in 1939, 1940, 1941 and 1942 will be 
reduced to $511,000, the remainder of the principal becoming 
payable in 1943. 


These extensions, the plan said, would result in a reduction 
in fixed charges and principal maturities on now outstanding 
system obligations until December 31, 1948. The officers of the 
company estimated, according to the plan, that the earnings of 
the company in 1939 and 1940 together with cash realized from 
retirement salvage will be sufficient to enable the company to 
meet the contemplated fixed charges and maturities for those 
years. The plan is to be carried out under the supervision of 
a committee composed of representatives of institutional holders 
of system bonds, composed of H. C. Hagerty, treasurer of the 
Metropolitan Life Insurance Co.; Francis O. Affeld, III, assist- 
ant counsel of Penn Mutual Life Insurance Co.; and Erwin A. 
Stuebner, vice president of Fidelity-Philadelphia Trust Co. The 
committee is to serve without compensation. 


In Finance No. 12283 the Lehigh Valley asked authority to 
extend outstanding bank loans totaling $7,941,666.68, to issue 
therefor notes maturing more than 2 years after the date 
thereof, and to repledge securities therefor, pursuant to the 
foregoing plan. 

In Finance No. 12285 the Lehigh Valley has asked the 
Commission for a certificate under section 5 of the Reconstruc- 
tion Finance Corporation act approving the acceptance by 
R.F.C. of the treatment provided in the plan for deferring 
interest and maturities, in respect of $1,111,000 registered 
serial collateral 4 per cent notes, and $778,000 4 per cent loan 
held by R.F.C. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1938, by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 


(Superior Court of Pennsylvania.) The Public Utility 
Commission is justified in refusing to issue a certificate of 
public convenience to a corporate applicant which clearly has 
no power to conduct the business of a common carrier. (Haugh 
& Keenan S. & T. Co. vs. Pennsylvania Pub. U. Commission, 
2 Atl. Rep. (2d) 548.) 

A corporation organized to carry on a general warehous- 
ing business, though entitled to transport its customers’ goods 
to and from its warehouse, could not legally transport goods 
as a common carrier, and hence the Public Utility Commission 
properly refused to renew its certificate of public convenience 
which would have indicated the commission’s approval of the 
corporation’s right to carry on the business of a common car- 
rier. 15 P. S., Sec. 1 et seq.; Sec. 2852-4(3).—Ibid. 

A private corporation, unless incorporated as a _ public 
utility, cannot carry on the business of a public utility.—Ibid. 

(Supreme Court of South Carolina.) In suit by interstate 
motor carriers to enjoin certain towns and cities from enforc- 
ing certain ordinances requiring payment of license taxes on 
trucks, failure of motor carriers to pay license tax under pro- 
test and resort to legal actions to recover the amount paid 
would not preclude equitable relief. (Southern Fruit Co. vs. 
Porter, 199 S. E. Rep. 537.) 

Under statute empowering municipalities to enact rules or 
ordinances for police government, ordinance providing for 
graduated license upon trucks and requiring police inspection 
of trucks and providing that funds derived from such licenses 
should be kept for construction and maintenance of streets was 
invalid where primary purpose of license tax was for revenue 
for the maintenance and repair of streets and not for the 
safety, health, moral and general welfare of the public. Code 
1932, Sec. 7233.—Ibid. 

Municipalities may regulate the speed of vehicles moving 
along their streets, provide for proper parking and otherwise 
regulate traffic conditions.—Ibid. 


LABOR PENALTY RULE SUIT 


The Washington Terminal Company, owner of the Wash- 
ington, D. C., Union Passenger Station, has filed a bill in the 
United States district court for the District of Columbia to 
test in a court action the demand of the Brotherhood of 
Locomotive Firemen and Enginemen and the Brotherhood of 
Railroad Trainmen that the terminal be required to employ 
special additional switch engine crews to back trains of 
empty passenger cars between the passenger station and the 
storage yard. This work has hitherto been performed by the 
engine crew which brings the train in over the road. 

“The case represents a glaring example of penalty rules 
sought to be imposed on the railroads which compel them to pay 
for work not done, or for unnecessary work,” said the terminal 
company. 

“Since the road engine which brings a train from New York 
or Pittsburgh or Richmond to Washintgon has to go to the 
roundhouse and since the yard where empty trains are stored 
is between the station and the roundhouse, it has always been 
the practice, and a reasonable one, when necessary to secure 
prompt and effic’ent operation, to have the road engine on its 
way to the roundhouse take its empty train to the storage yard 
and leave it there. The demand of the Brotherhoods, if ac- 
quiesced in, would either require that extra and unnecessary 
switch engines and their crews should be brought into the 
station for hauling the empty trains to the yard or else that an 
extra and unnecessary crew, with nothing to do, employed by 
the Washington Terminal, should ride with the road engineman 
and fireman from the station to the storage yard where the 
empty trains are put away. 

“The terminal company claims that to bring extra yard 
engines into the station to put away all empty passenger trains 
would greatly congest the operations at many hours of the day 
and would hopelessly congest them at seasons of peak travel, 
such as holidays, conventions, and the like. On the other hand, 
to require an extra crew, with nothing to do, to ride on the 
road engine which is already manned by an engineman and 
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fireman would involve a useless expenditure of money. It is 
further pointed out that in the case of the complicated and 
expensive electric locomotives operated by the Pennsylvania 
Railroad and Diesel locomotives operated by the Baltimore and 
Ohio Railroad, yard enginemen and firemen employed to 
operate the steam switching engines of the Washington Terminal 
would not be sufficiently experienced to handle the electric and 
Diesel power safely. 

“The claim of the brotherhoods was recently sustained in 
an award handed down by the First Division of the National 
Railroad Adjustment Board at Chicago. Since the jurisdiction 
of the board is limited to enforcing contracts between the rail- 
roads and the unions, and since the Washington Terminal claims 
that the demand of the men is not covered or supported by any 
contract provision, the terminal has decided to take the case 
into court.” 


SOUTHWESTERN CASE PETITIONS 


Many of those interested in No. 13535, consolidated south- 
western cases, generally, and in No. 14880, one of those com- 
bined with No. 13535, in particular, have filed petitions with 
the Commission to broaden the issues of this proceeding to 
encompass on further hearing the entire rate structure, ocean- 
rail, rail-ocean, and rail-ocean-rail between Atlantic seaboard 
territory, on the one hand, and all southwestern territory, on 
the other, via all port gateways on the Atlantic and Gulf coasts, 
or to deny all petitions for reopening. 

Southwestern railroads have asked for broadening, or, in 
the alternative, to rescind all outstanding orders reopening this 
proceeding for further hearing, deny all outstanding petitions 
for reopening or rehearing or modification of outstanding or- 
ders, cancel the hearings now scheduled and dismiss the pro- 
ceeding without prejudice. Those carriers say that under the 
issues as now drawn it will be impossible for the Commission 
to do justice to either the southwestern carriers or the Gulf 
ports in the matter of adjusting the rates, so as to bring about 
a proper level through the competing ports and as well a 
proper relationship of the rates through the Gulf ports to the 
current rates, or such rates as may be prescribed through the 
south Atlantic ports. They said it was apparent that recent 
petitions filed by Galveston, Houston and New Orleans were 
filed in self-defense, and that if those petitions were not granted 
it would be necessary for those ports to file formal complaints, 
if they wished to bring in issue the reasonableness, per se, of 
all the rates through Galveston, New Orleans, and Houston, 
and as well the relationship of the rates through Galveston, 
Houston and New Orleans to the, rates through the south 
Atlantic ports, now in effect, or that might be prescribed. They 
said they were authorized to say that the Houston-Galveston 
interests agreed that the entire proceeding should be dismissed 
without prejudice to the rights of any part, in the event the 
Commission failed or refused to grant their petitions. 

The St. Louis Chamber of Commerce, complainant in No. 
15463, one of the proceedings included in the consolidated south- 
western cases, asked the Commission to deny a petition of the 
New Orleans Joint Traffic Bureau which sought to broaden the 
scope of the reopened proceeding. 

The Ocean Steamship Co. of Savannah and other carriers 
by water asked for reopening and rehearing with respect to 
ocean and rail rates between New York, on the one hand, and 
points in Oklahoma, Arkansas and Louisiana, on the other; and 
rail-ocean-rail rates between points in eastern trunk line terri- 
tory, on the one hand, via New York, and points in Oklahoma, 
Arkansas and Louisiana, on the other, via routes through Vir- 
ginia and south Atlantic ports. 


FRUIT AND VEGETABLE WEIGHTS 


An admonition by the Commission suggesting that the rail- 
roads bring their estimated weights on fruits and vegetables 
more nearly to actual weights has resulted in tariffs of the rail- 
roads that have been greeted with a volume of protests prob- 
ably as great as ever made against a railroad proposal, the 
protests being requests for suspension of tariffs carrying, gen- 
erally speaking, increases in the estimated weights, dated to 
be effective January 1. Advice to the railroads was given by 
the Commission in a number of cases but more particularly 
in Florida Railroad Commissioners vs. Aberdeen & Rockfish, 
177 1... C. C. 7. 

Shippers asking for suspension of the tariffs objected to 
increased charges resulting from what they called, in a num- 
ber of instances, inflated estimated weights. The Stapling 
Machines Co., manufacturer of containers for potatoes, joined 
the growers in asking for suspension of the new estimated 
weights. It objected to an increase in the estimated weights of 
potatoes in the one bushel wire-bound crate from 55.96 pounds 
to 60 pounds. The effect, it said, would be to impose on all 
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shippers using the one bushel wire-bound crate a penalty of 
over 4 pounds on every box shipped. Potatoes, it said, could 
not afford to pay a penalty in the form of an inflated estimated 
weight. 

, estimated weights were proposed by the railroads 
in southern, southwestern, western trunk line and transconti- 
nental territories. Official territory lines were not represented 
in the commotion created by the publications of the railroads 
in other parts of the country. That was because the revised 
estimated weights would almost exclusively, if not altogether, 
affect growers of fruits and vegetables known as winter ship- 
pers. Citrus fruits were not involved in the case because the 
revised estimated weights on them were and are suspended 
in I. and S. No. 4511. In general, the railroads defended their 
tariffs by quoting from the decisions of the Commission, par- 
ticularly the Florida case, in which the regulatory body advised 
them to bring their estimated weights nearer to actual weights. 

Among those seeking suspension were: Department of 
Agriculture; Railroad Commissoin of California; Western 
Growers Protective Association; Los Angeles, Calif.; California 
Farm Bureau Federation; California Growers and Shippers 
Protective League; California Grape Growers and Shippers As- 
sociation; Arizona Corporation Commission; Arizona Farm 
Bureau Federation; Central Arizona Grower-Shipper Associa- 
tion; Maricopa County Farm Bureau, Phoenix, Ariz.; Texas 
Industrial Traffic League; Executive Committee of Texas Vege- 
table Producers and Shippers; Texas Coastal Bend Shippers 
and Growers Association; San Antonio Freight Bureau; Ship- 
pers & Receivers, Inc.; El] Paso Freight Bureau; Brownsville 
(Tex.) Chamber of Commerce; Mercedes (Tex.) Chamber of 
Commerce; C. E. Coleman Produce Co., Corpus Christi, Tex.; 
Dunn Brothers, Harlingen, Tex.; Minnesota Railroad & Ware- 
house Commission; North Dakota Board of Railroad Commis- 
sioners; North Dakota Potato Growers & Shippers Traffic Asso- 
ciation; Wyoming Public Service Commission; Public Service 
Commission of Utah; Public Utilities Commission of Idaho; 
Growers & Shippers Association of Idaho; Ramsay Potato Co., 
Scottsbluff, Neb.; Northwest Perishable Traffic Bureau, Yakima, 
Wash.; Railroad Commissioners of the State of Florida; 
Growers & Shippers League of Florida; Mississippi Vegetable 
Shippers Bureau et al.; International Apple Association, Roches- 
ter, N. Y.; National League of Wholesale Fresh Fruit & Vege- 
table Distributors, Washington, D. C.; United Fresh Fruit & 
Vegetable Association, Chicago, Ill.; F. H. Vahlsing, New York, 
N. Y.; Stapling Machines Co., Rockaway, N. J.; Wesco Foods 
Co., Cincinnati, O.; Kroger Grocery & Baking Co., Cincinnati, 
O.; and S. A. Gerrard Co., Cincinnati, O. 

The Commission, in I. and S. 4577, estimated weigits, fruits 
and vegetables, has suspended tariffs proposing increased esti- 
mated weights for seven months from January 1. 


OBJECT TO ECONOMIC TESTIMONY 


Arguments looking to the striking of testimony pertaining 
to economic and sociological conditions in the south are made 
in support of a motion to strike such testimony from the rec- 
ord in No. 28082, Alton Boxboard and Paper Co. et al. vs. 
Southern et a.. by Wilbur LaRoe, Jr.,*Frederick E. Brown and 
Arthur L. Winn, attorneys for the Southern Paper Manufac- 
turers’ Traffic Conference et al. They filed a motion asking 
the Commission to strike such alleged testimony given by J. 
J. Brossard, vice-president in charge of operations of the Con- 
tainer Corporation of America on the grounds of immateriality 
in a rate case and incompetency as coming from Mr. Brossard, 
who, it is alleged, showed no qualification to testify on the 
subject. 

Objection made at the time of Mr. Brossard’s testimony 
was overruled, but later the matter was reserved for discus- 
sion in the proposed report and ultimate ruling by the Com- 
mission. The objection was to a general reference by the 
witness to the cost of labor and material and cost of operating 
and living in the south, says the argument in support of the 
motion to strike Mr. Brossard’s testimony. The paper mills 
operated by the Container Corporation of America are located 
at Manyunk, Pa. 

While it was true, said the argument, that the Commission 
in certain previous cases had admitted evidence of competition, 
value, volume of production for transportation and like com- 
mercial factors, the cases would be searched in vain for any 
ruling admitting, over formal objection, evidence of commercial 
elements that were wholly unrelated to transportation. The 
objectionable evidence in this proceeding, it is asserted, con- 
cerns such unrelated and irrelevant commercial elements. 
Quite obviously, it is subimtted, the wages paid to labor en- 
gaged in the harvesting of wood supplies or in the production 
of pulp or pulpboard, whether in the north or in the south, 
would have nothing to do with transportation or rate-making 
factors. And, it is further declared, it is immaterial what the 
“cost of living” may be in the south or in any other region. 
Transportation values, it is further declared, are another and 
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quite different proposition and pertinent evidence of such 
values is always admissible; but it is of no concern to car- 
riers and certainly not within the province of the Commission 
to determine whether wages paid by one mill or another or the 
relative efficiency with which those mills are operated shall 
govern the level or relationship of freight rates to be paid 
on the products thereof. 

After saying that evidence of commercial factors which 
are related to the transportation standard have consistently 
been admitted in evidence in proceedings before the Commis- 
sion, the brief says “but evidence concerning wages, the rel- 
ative ease or expense of living conditions, cost of production, 
relative efficiency of industrial operations in the production of 
a commodity for transportation and like factors having no 
relevancy to the transportation standard are clearly inad- 
missible.” The brief said it was hardly necessary to burden 
the Commission with exhaustive arguments on that point since 
its decisions spoke clearly and with a conclusiveness that was 
final. It said it was no answer to this motion to suggest that 
the Commission, in certain cases, had referred to the cost of 
production. Evidence that had been made the subject of for- 
mal objection, as in this case, the brief added, was in a status 
quite different from that of evidence to which no such objec- 
tions had been urged. 


STATE COAL RATE INCREASES 
Indefinite extension of intrastate increases on bituminous 
coal beyond December 31, harmonizing with like extension as 
to interstate rates permitted in Ex Parte 115, reopened, has 
been allowed by the commissions of Missouri and Ohio, accord- 
ing to a bulletin of the National Association of Railroad and 
Utilities Commissioners. 


PIPE LINE VALUATIONS 

The Commission, by division 1, in valuation docket No. 
1234, Tidal Pipe Line Co., has found the final value for rate 
making purposes, as of December 31, 1934, of the property of 
that company owned and used for common carrier purposes to 
be $2,000,000; owned but not used, out of service, $6,400; and 
used for common carrier purposes, but not owned, leased from 
private parties, $1,002. 


ELKINS ACT VIOLATIONS 

The Commission has been advised that an indictment, in 
five counts, has been returned in the federal district court at 
Boston, Mass., against Brighton Dressed Beef & Veal Com- 
pany and two of its officers, Morris Madfis and Lewis Madfis, 
according to a statement by Secretary Bartel. Four counts of 
the indictment charged a violation of Section 1 of the Elkins 
act against these defendants with respect to the receiving of 
concessions from the lawful freight charges by the device of 
false hoof weights given Boston & Maine Railroad on ship- 
ments of live stock received at Brighton, Mass. The fifth count,. 
the statement said, charged a conspiracy to violate Section 1 
of the Elkins act by the defendants named. 


RAILROAD REVIEW 


“Approach of the year 1939 brings to the railroads of the 
United States renewed hope for a solution of the critical finan- 
cial situation which has faced them in the past twelve months,” 
said J. J. Pelley, president of the Association of American Rail- 
roads, December 30. “At no time has there been a greater 
public appreciation of their problems than now or a more 
earnest desire to formulate some plan that will solve the des- 
perate situation in which the rail carriers find themselves. 

“With the coming of the new year, railroad managements 
hope that early action will be taken by Congress and the state 
legislatures looking toward development of a national trans- 
portation policy which will place all agencies of transportation 
upon an equality in matters of regulation, taxation and sub- 
sidies; recognize railroads as a business entitled to the same 
chance to earn a living as any other business and enable the 
railroads to reestablish their credit. 

“General business conditions have shown improvement in 
recent months. If this trend continues and if conflicting public 
policies as to transportation can be welded into one sound, 
consistent national policy, unquestionably the railroads will 
share in whatever general prosperity comes to industry. 

“The railroads in the past twelve months have continued 
to furnish to the public the highest standard of transportation, 
so far as dependability and efficiency are concerned, ever 
attained by them. Not only were new high records made in 
1938 by the railroads of the United States in the average speed 
of both freight and passenger trains and in fuel conservation, 
but there also were numerous other increases in operating 
efficiency as compared with 1937. 


Financial Results 


“From a financial viewpoint, however, 1938 was one of the 
most disappointing years that has ever been experienced. While 
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in recent months, net earnings of the Class I railroads have 
shown some improvement compared with the same period in 
1937, this has been due in part to still further curtailments in 
expenditures and to the fact that the earnings made in the latter 
months of 1938 are compared with the corresponding periods 
in 1937 when sharp drops took place in traffic and revenues. 

“We estimate that after fixed charges have been met, Class 
I railroads in 1938 will have a net deficit of $125,000,000, com- 
pared with a net income of $98,000,000 in 1937. The net deficit 
in 1938 was the greatest for any year on record except in 1932 
when it was $139,000,000. 

“While complete reports for the year are not yet available, 
preliminary reports indicate that the railroads will have a net 
railway operating income, before fixed charges, of $362,000,000, 
or a return of 1.39 per cent on their property investment. In 
1937 it was $590,000,000, or a return of 2.26 per cent. In 1930, 
however, the same railroads had a net railway operating income 
of $869,000,000, or an annual return of 3.28 per cent. 

“Gross revenues in 1938 approximated $3,550,000,000, a 
reduction of 14.8 per cent below 1937 and a reduction of 32.8 
per cent under 1930. Operating expenses were approximately 
$2,710,000,000 in 1938, a decrease of 13.1 per cent below the 
preceding year and a decrease of 31.1 per cent under 1930. 

“Loading of revenue freight in 1938 totaled 30,362,000 cars. 
In only two years—1933 and 1932—since the compilation of 
these reports began in 1918, has this volume of traffic been 
smaller. The total for 1938 exceeded 1933 by 1,142,000 cars, or 
3.9 per cent, and the 1932 volume by 2,182,000 cars or 7.7 per 
cent. Compared with 1937, loading of revenue freight in the 
past twelve months was a decrease of 7,447,000 cars, or 19.7 
per cent, and compared with 1936, was a decrease of 5,701,000 
cars, or 15.8 per cent. 
> “On the basis of the revenue ton miles, freight traffic han- 
dled by the railroads in 1938 totaled 290,000,000,000 ton miles, 
a decrease of 19.6 per cent compared with 1937, and a decrease 
of 14.5 per cent under 1936. It also was a decrease of 24.4 per 
cent under 1930. 

“Passenger traffic, too, in 1938 was less than in any year 
since 1935, amounting to 21,800,000,000 passenger miles (the 
number of passengers multiplied by the distance traveled). This 
was a reduction of 11.6 per cent compared with 1937 and a 
reduction of 18.7 per cent compared with 1930. 


New Equipment 


“Partly because of the serious financial condition of the 
railroads and partly because of the fact that the volume of 
traffic could be handled without difficulty with existing equip- 
ment, the railroads in 1938 installed only 16,266 new freight 
cars. In 1937, there were 75,058 new freight cars put into serv- 
ice and in 1936 the number was 43,941. Class I railroads in 
1938 also put in service 162 new steam locomotives and 103 
electric and Diesel locomotives compared with 373 steam and 
77 electric and Diesel locomotives in 1937 and 87 steam and 
34 electric and Diesel locomotives in 1936. 

“New freight cars on order on December 1, 1938, totaled 
4,335, the smallest number on order on that date in any year 
since December 1, 1934. 

“Class I railroads on December 1 had only 17 steam loco- 
motives and 39 electric and Diesel locomotives on order com- 
pared with 131 steam and 30 electric and Diesel locomtives on 
order on the same day one year ago. 

“This association estimates that if their financial condition 
would permit, the railroads of the United States could profitably 
install 100,000 new freight cars and 2,000 new locomotives 
annually in the next five years in order to replace older equip- 
ment with the view of bringing about a further increase in 
operating efficiency. 

“Class I railroads in 1938 spent approximately $600,000,000 
for purchases of fuel, supplies and materials used in current 
operation, compared with $966,383,000 in 1937. 

“Capital expenditures in 1938 for equipment, roadway and 
structures and other improvements to property, amounted to 
$250,000,000, compared with $509,793,000 in the preceding year. 
This can be contrasted with $794,000,000, the average annual 
capital expenditures from 1927 to 1930. 

“Loans made to the railroads by the government through 
the Reconstruction Finance Corporation now outstanding 
amount to $422,541,377. Of loans totaling $613,425,739 so far 
disbursed by that agency, the railroads up to December 1, 1938, 
had repaid $190,884,362. Loans made by the Reconstruction 
Finance Corporation to the railroads in the first 11 months of 
1938 totaled $76,299,500. The railroads in those eleven months 
made repayments amounting to $9,651,669.” 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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RAILROAD EARNINGS 


Class I railroads of the United States in the first eleven 
months of 1938 had a net railway operating income of $323,- 
352,148, which was at the annual rate of return of 1.34 per cent 
on their property investment, according to report filed by the 
carriers with the Bureau of Railway Economics of the Asso- 
ciation of American Railroads. 


In the first leven months of 1937, their net railway operat- 
ing income was $564,209,041 or 2.34 per cent on their property 
investment, and in the first eleven months of 1930, their net 
railway operating income was $820,214,052 or 3.38 per cent 
on property investment, according to th bureau, which adds: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

This compilation as to earnings for the first eleven months of 1938 
is based on reports from 137 Class I railroads representing a total of 
234,545 miles. 

Gross operating revenues for the first eleven months of 1938 totaled 
$3,247,154,629 compared with $3,865,747,780 for the same period in 1937, 
and $4,906,580,018 for the same period in 1930, a decrease of 16 per cent 
below 1937, and 33.8 per cent below 1930. Operating expenses for the 
first eleven months of 1938 amounted to $2,489,524,908 compared with 
$2,875,710,231 for the same period in 1937, and $3,636,468,116 for the 
same period in 1930. Operating expenses for the first eleven months of 
1938 were 13.4 per cent less than in the same period of 1937, and 31.5 
per cent below 1930. 


Class I railroads in the first eleven months of 1938 accrued $314,- 
284,740 in taxes compared with $304,604,154 in the same period in 1937, 
and $328,645,340 in the same period of 1930. For the month of Novem- 
ber alone, tax accruals of the Class I railroads amounted to $27,761,636, 
an increase of $1,736,532 or 6.7 per cent above November, 1937. 

Thirty-four Class I railroads failed to earn expenses and taxes in 
the first eleven months of 1938, of which 14 were in the eastern dis- 
trict, 5 in the southern distritc and 15 in the western district. 

Class I railroads in November had a net railway operating income 
of $49,664,682 or 2.32 per cent on investment. In November, 1937, their 
net railway operating income was $32,519,097, or 1.52 per cent on in- 
vestment, and in November, 1930, it was $61,175,416 or 2.88 per cent 
return on investment. 

Gross operating revenues for the month of November amounted to 
$319,681,838 compared with $318,180,376 in November, 1937, and $394,- 
261,533 in November, 1930. Operating expenses in November totaled 
$231,257,086 compared with $249,295,347 in the same month in 19%7, and 
$295,812,115 in November, 1930. 


Eastern District 


Class I railroads in the eastern district for the first eleven months 
in 1938 had a net railway operating income of $168,729,046, which was 
at the annual rate of return of 1.49 per cent on their property invest- 
ment. For the same period in 1937, their net railway operating income 
was $319,168,625 or 2.83 per cent on their property investment while in 
1930 it was $416,555,979 or 3.78 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the eastern district 
for the first eleven months in 1938 totaled $1,528,293,175 a decrease of 
20.3 per cent compared with 1937, and a decrease of 37.2 per cent com- 
pared with 1930. Operating expenses totaled $1,150,277,168, a decrease 
of 17 per cent below the same period in 1937, and a decrease of 36.2 
per cent below the first eleven months of 1930. 

Class I railroads in the eastern district for the month of November 
had a net railway operating income of $26,300,122 compared with $17,- 
089,277 in November, 1937, and $28,102,384 in November, 1930. 


Southern District 


Class I railroads in the southern district for the first eleven months 
of 1938 had a net railway operating income of $52,290,511 which was at 
the annual rate of return of 1.83 per cent on their property investment. 
For the same period in 1937, their net railway operating income 
amounted to $68,503,741 which was at the annual rate of return of 2.38 
per cent on their property investment and for the same period in. 1930 
was $79,637,041 or 2.63 per cent on investment. Gross operating rev- 
enues of the Class I railroads in the southern district for the first eleven 
months in 1938 amounted to $428,505,211, a decrease of 10 per cent 
compared with the same period in 1937, and a decrease of 27.7 per cent | 
under the same period in 1930. Operating expenses totaled $326,780,982, 
a decrease of 9 per cent below the same period in 1937, and a decrease 
of 29.8 per cent under 1930. 

Class I railroads in the southern district for the month of November 
had a net railway operating income of $6,145,150 compared with $4, 
151,553 in November, 1937, and $6,472,898 in November, 1930. 


Western District 


Class I railroads in the western district for the first eleven months 
in 1938 had a. net railway operating income of $102,332,591 which was 
at the annual rate of return of 1.02 per cent on their property invest- 
ment. For the same eleven months in 1937, the railroads in that district 
had a net railway operating income of $176,536,675 which was at the 
annual rate of return of 1.61 per cent, and for the same period in 1930 
was $324,021,032 or 3.16 per cent on investment. Gross operating rev- 
enues of the Class I railroads in the western district for the first 
eleven months’ period in 1938 amounted to $1,290,356,243, a decrease of 
12.3 per cent below the same period in 1937, and a decrease of 31.3 per 
cent under the same period in 1930. Operating expenses totaled $1,012,- 
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466,758, a decrease of 10.4 per cent compared with the same period in 
1937, and a decrease of 25.9 per cent under the same period in 1930. 

For the month of November alone, the Class I railroads in the 
western district reported a net railway operating income of $17,219,410 
compared with $11,278,267 in November, 1937, and $26,600,134 in No- 
vember, 1930. 


The Commission’s advance summary of revenues, expenses 
and net railway operating income of Class I steam railways for 
Novmber compared with November, 1937, follows: 
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What he wished to emphasize, he said, was that while 
both the nation and the states through their constituted authori- 
ties, had stimulated and encouraged the development of a 
great surplus of transportation facilities, many in public and 
private life were prone to hold regulation by federal and state 
agencies responsible therefor, or to ascribe the results to al- 
most everything but the true causes. 

Considering the value of the railroads for rate making 
purposes, there was little, he said, if any, valid basis for the 


Railway Net railway operating income 
Total expenses, 11 months 
Freight Passenger operating taxes and ended with 
Year revenue revenue revenues rents November November 
Eastern district—100% complete 
(Includes 53 out of 53 reporting carriers) 
ia Crees law sh Neb eee nee abeee eee me sie $104,757,142 $17,768,148 $133,979,893 $114,865,634 $19,114,259 $115,572,813 
Piven o- cles corel cet bebe kee balseeeweh en 102,656,960 18,895,767 133,430,953 122,992,798 10,438,155 239,772,536 
ne eee Ee aE ee ee ee ee 2.0 *6.0 0.4 *6.6 83.1 *51.8 
Pocahontas region—100% complete 
(Includes 4 out of 4 reporting carriers) 
OR Chase tee ie kaiwin nibh acwaks &bosare dbs 19,219,260 509,250, 20,489,885 13,304,022 7,185,863 53,156,223 
ee ALL witts ot kGGh cube ya abt ceue ee be okee ee 18,062,306 600,452 19,437,949 12,786,827 6,651,122 79,396,089 
I eva cs cenann se cuss ensues senna ba 6.4 *15.2 5.4 4.0 8.0 *33.0 
Southern region—100% complete 
(Includes 28 out of 28 reporting carriers) 
Pt Moc cee totes ea nabibe aes sha e webs 6500s Ok 34,558,997 3,034,771 40,759,306 34,614,156 6,145,150 52,290,511 
(RE ae ee ee ee ee eT ee ee 33,925,901 3,696,526 40,833,029 36,681,476 4,151,553 68,503,741 
ee ee ee eee Ere 1.9 *17.9 *0.2 *5.6 48.0 *23.7 
Western district—100% complete 
(Includes 56 out of 56 reporting carriers) 
SAA Ni ee eon reer 105,599,443 8,898,977 124,452,754 107,233,345 17,219,409 102,352,591 
| EEE) ee ey ey” opr errs 104,039,076 10,125,114 124,478,446 113,200,179 11,278,267 176,536,675 
NE ET ee ee es 1.5 *12.1 *0.02 *5.3 52.7 *42.0 
United States—100% complete 
(Includes 141 out of 141 reporting carriers) 
ee CLNe GaN ack. Gaeies ha bceb’ kiembwaeb et on® 264,134,842 30,211,146 319,681,838 270,017,157 49,664,681 323,352,138 
ott LK CURR a TASER AES ober eeerhanews 258,684,243 33,317,859 318,180,377 285,661,280 32,519,097 564,209,041 
PO EE, 5605 bcko keene ns khneesbeoenanene 2.1 *9.3 0.5 *5.5 52.7 *42.7 
*Decrease. 
CASKIE ON RAILROAD PROBLEM criticism about over-capitalization. The gist of criticism 


Lack of leadership by the government, which he said 
would be done away with by the creation of a federal authority 
to coordinate and bring about economies in the affairs of the 
railroads, was indicated by Commissioner Caskie in an ad- 
dress before the Richmond, Va., Traffic Club as a reason why 
the country had a railroad problem. He was referring to the 
federal authority recommended last April by the three mem- 
bers of the Commission who made the report to President 
Roosevelt. 

The duties of the proposed authority, said he, would not 
in any way encroach on or duplicate those of the Commission. 
For example, he said, the proposed authority would provide 
the necessary leadership of government to bring about elimi- 
nation of unnecessary competitive duplication and waste in 
railroad operations and determine whether the existing prob- 
lem was to be solved by consolidation of the railroads into 
one system or a limited number of systems or mainly through 
coordination and cooperation of the existing systems. He as- 
serted that had the proposed authority been in existence in 
the period when the railroads in anticipation of an increase 
in traffic after 1922 had expended about $8,000,000,000 to en- 
large their plant, the railroad problem as well as the larger 
transportation problem would now be much nearer a satisfac- 
tory solution and the condition of the railroads would be far 
less serious than it was. 


Commissioner Caskie said that of late much had been 
heard of the critical financial condition of the railroads and 
urgent need for the correction of that condition. 

“The irony of this,” said he, “is that, notwithstanding 
that management generally has done a remarkably good job 
in effecting economies in respect of individual railroads and 
at the same time bettering their services, there is slight, if 
any, improvement in this condition.” 

Pointing out that much of the competition of the railroads 
had been stimulated and encouraged through the expenditure 
of vast sums by the federal and state governments, for the 
construction and maintenance of hard-surface highways, by 
the deepening and improving of the channels of navigable in- 
land waters and of harbors, by the construction of ariports; 
and by the establishment and maintenance of air navigation 
facilities, and directly by the operation of barge lines on cer- 
tain of the inland waterways, Commissioner Caskie said he 
expressed no opinion as to whether or to what extent competi- 
tors of the railroads had been and were being accorded sub- 
sidies that operated to the disadvantage of the railroads. So 
far as he knew, said he, that was a matter which had not been 
thoroughly studied and authoritatively determined. But, he 
said, in his opinion it was important and it should be. 





against the Commission, he said, was that it had failed because 
there was a railroad problem, and secondly, the problem having 
arisen, because it had not proposed some magic formula for 
its solution. As a matter of fact, he said, Congress had not 
given it a roving mandate for solving the problem. 

Speaking of difficulties in the way of solution, Commis- 
sioner Caskie said the interest of the individual railroads were 
so diverse and conflicting as to preclude concerted action by 
them along any of the lines suggested for their improvement 
in the absence of leadership on the part of the government. 
As proof of that and without attempting to be critical, said 
Commissioner Caskie, it might be pointed out that no such 
action with respect to these matters had been sponsored by 
the Association of American Railroads, although that organiza- 
tion had been in existence for more than three years. 


FREEDOM FOR BRITISH RAILWAYS 


In reply to a request from the Minister of Transport asking 
for amplification of parts of the memorandum submitted to him 
by a committee of the British Railway Companies’ Association 
(see Traffic World, December 17, p. 1285), the association has 
prepared a second memorandum outlining the parliamentary 
action it desires in order to bring about regulatory equality 
a the British railways and British highway transpor- 
ation. 

The railways have in mind legislation which “would be short 
and comprehensive and in effect would enable them to make in 
respect of the carriage of merchandise such charges as are 
appropriate to the traffic to be carried,” says the second memo- 
randum. This would require repeal of such parts of the British 
railway act of 1921, and other laws, as now place restrictions 
on the making of railway freight rates. No proposal is made 
for modifying present passenger fare regulation, the memo- 
randum continues, hence the present rate regulatory body, the 
Railway Rates Tribunal, should remain in existence. Nothing 
less than such drastic action, the memorandum adds, “would 
achieve the object” for which the railways aim—‘“equality with 
road transport.” There would be no point in pointing out to the 
minister, as he requests, the particular features in the present 
system “which are felt as exceptionally galling,” the memoran- 
dum continues, because the railways “are not seeking for a little 
relief which may perhaps help them keep up the unequal battle 
through another round; they are seeking for equality with other 
forms of transport and they believe that the sense of justice of 
the country will support this elementary demand.” 

The railways are making this demand, it continues, without 
having in mind any general or drastic changes in rates, either 
upwards or downwards. Their past record in “pursuing an 
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enlightened and broad-minded policy” in rate matters, it con- 
tinues, ought to allay any suspicion that ‘they will abuse the 
freedom for which they are asking.” 

In reply to the minister’s suggestion that, since the rail- 
roads still exercise ‘‘something like monopoly powers” over the 
transportation of heavy commodities removal of rate-making 
restrictions should be accompanied by “special safeguards,” for 
that type of traffic, the memorandum says that that monopoly, 
“so far as it can be said to exist, is very limited.” Large quan- 
tities of coal, iron and steel now move in Great Britain over the 
highways, it says, and any increase in the charges on these 
commodities would “tend to divert a larger proportion.” At- 
tempts to raise the rates on such commodities, while lowering 
them on others, it adds, would be just the kind of discrimination 
that would cause shippers in the “heavy trades” to “increase 
the proportion of their road transport in retaliation.” 

“In general,’ says the memorandum, “the railways feel 
that their proposals, by conferring equality on all the competi- 
tors in the transport industry, will contribute substantially 
towards the achievement of coordination and regulation in the 
industry, but it is not possible at this state to outline the pre- 
cise form which the ultimate structure of rate control should 
take. At the present time road rates and charging practices 
appear to be too fluid and too disparate for any form of control 
to be made effective within a reasonable time. 

“The railways would therefore respectfully ask the min- 
ister to inform them whether the broad proposals which they 
have put forward are approved by the government for urgent 
action.” 

The association has prepared and is distributing through 
railway stations and offices a booklet, “Clear the Lines,” in 
which the complications of existing railway rate regulation are 
compared with the freedom of rate making by the road oper- 
ators. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended December 24 
totaled 574,462 cars—31,852, or 5.3 per cent, below the preced- 
ing week; 116,641, or 25.5 per cent, above the corresponding 
week in 1937, which included Christmas Day; and 139,403, or 
19.5 per cent, below the same week in 1930, which did not in- 
clude a holiday. Miscellaneous totaled 213,793; merchandise, 
140,900; coal, 133,799; grain and products, 30,724; live stock, 
11,997; forest products, 27,612; ore, 9001; coke, 6,636. 

Railroads the week ended December 17 loaded 606,314 cars 
of revenue freight (see Traffic World, December 24), accord- 
ing to the Association of American Railroads. 

Five districts—Eastern, Allegheny, Southern, Northwestern 
and Central Western—reported increases compared with the 
corresponding week in 1937. All other districts, however, re- 
ported decreases. All districts reported decreases compared 
with the corresponding week in 1930. 
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Revenue freight loading by districts the week ended De- 
cember 17 and for the corresponding period last year was 
reported as follows: 


Eastern district: Grain and grain products, 6,990 and 6,660; live 
stock, 1,232 and 1,385; coal, 25,996 and 32,313; coke, 1,891 and 2,199; 
forest products, 1,288 and 1,501; ore, 640 and 562; merchandise, L. C. 
L., 37,010 and 35,923; miscellaneous, 55,705 and 49,146; total, 1938, 130,- 
752; 1937, 129,689; 1936, 163,322. 

Allegheny district: Grain and grain products, 3,970 and 3,782; live 
stock, 781 and 996; coal, 29,702 and 33,131; coke, 2,357 and 2,085; forest 
products, 701 and 646; ore, 1,696 and 1,382; merchandise, L. C. L., 25,- 
079 and 24,273; miscellaneous, 47,282 and 39,301; total, 1938, 111,568; 
1937, 105,596, 1936, 148,602. 

Pocahontas district: Grain and grain products, 328 and 199; live 
stock, 108 and 83; coal, 29,104 and 33,229; coke, 612 and 459; forest 
products, 438 and 334; ore, 113 and 43; merchandise, L. C. L., 5,301 
and 4,862; miscellaneous, 5,104 and 4,011; total, 1938, 41,108; 1937, 
43,220; 1936, 53,954. 

Southern district: Grain and grain products, 2,642 and 2,570; live 
stock, 1,140 and 1,001; coal, 17,998 and 21,252; coke, 322 and 404; forest 
products, 10,004 and 8,623; ore, 887 and 745; merchandise, L. C. L., 
26,871 and 25,874; miscellaneous, 38,389 and 36,273; total, 1938, 98,253; 
1937, 96,742; 1936, 107,934. 

Northwestern district: Grain and grain products, 8,219 and 8,902; 
live stock, 3,362 and 4,039; coal, 7,524 and 10,249; coke, 1,272 and 955; 
forest products, 7,960 and 7,316; ore, 365 and 361; merchandise, L. C. 
L., 18,660 and 18,851; miscellaneous, 26,344 and 22,275; total, 1938, 
73,706; 1937, 72,948; 1936, 83,366. 

Central Western district: Grain and grain products, 9,968 and 8,819; 
live stock, 5,003 and 5,479; coal, 11,710 and 13,969; coke, 165 and 202; 
forest products, 5,284 and 3,391; ore, 4,329 and 5,109; merchandise, L. 
C. L., 24,125 and 24,410; miscellaneous, 41,478 and 38,058; total, 1938, 
102,062; 1937, 99,437; 1936, 111,521. 

Southwestern district: Grain and grain products, 3,839 and 3,962; 
live stock, 1,551 and 1.372; coal, 4,310 and 6,278; coke, 85 and 86; forest 
products, 3,438 and 3,112; ore, 230 and 316; merchandise, L. C. L., 
11,045 and 11,353; miscellaneous, 24,367 and 26,172; total, 1938, 48,865; 
1937, 52,651; 1936, 61,349. 


POSTMASTER GENERAL’S REPORT 


By deducting “nonpostal” items aggregating $48,224,377.93, 
Postmaster General Farley in his annual report shows a “net 
postal surplus” of $4,412,821.85 from Post Office Department 
operations in the fiscal year ended June 30, 1938. Included in 
the “nonpostal”’ items are estimates of well over $35,000,000 
for free mail service accorded government departments, Con- 
gressmen and others. 

Audited expenditures totaled $772,445,607.44 while audited 
revenues totaled $728,634,051.36, leaving a gross nonpostal 
deficit of $43,811,556.08, according to the report. Deduction of 
the “nonpostal” items aggregating $48,224,377.93 resulted in the 
net postal surplus of $4,412,821.25, according to the report. 
Postal revenues in the year covered were higher than in any 
previous year in the history of the service, it was stated. 

On June 30, 1938, said the report, mails were carried by 
330 companies over 187,866 miles of railroads at a cost of 
$97,297,183. The total cost of mail transportation by railroads 
and mail-messenger service was $105,064,660. 

Mails were carried by 96 companies operating 3,560 miles 
of electric railways at a cost of $328,991. 

The rapid growth of the air-mail system continued through- 
out the fiscal year, the mileage flown totaling 46,112,904, an 
increase of more than 15 per cent over any previous year. The 
volume of air mail exceeded that of any previous year by more 
than 11 per cent, according to the report. Summarizing the 
results under the “free mail privilege,” the report said: 


Matter mailed under penalty privilege by departments and estab- 
lishments of the government, exclusive of the post office department, 
was as follows: Number of pieces, 885,269,364; weight in pounds, 94,- 
864,135; revenues at usual postage rates, including registry fees and 
surcharges, $35,690,807; mailed under franking privilege by members 


of Congress and others: Number of pieces, 24,297,582; weight in pounds, 


Revenue Freight Car Loading—Week Ended Saturday, December 17 


1938 1937 1930 
Ul er 2,256,423 2,714,449 3,347,717 
4 weeks in February ............... 2,155,451 2,763,457 3,506,236 
OE OEE, Sik vic eradessceesnces 2,222,864 2,986,166 3,529,907 
fe errr rere Cree 2,649,894 3,712,906 4,504,284 
OI Fi TI skin cc sistc ccs ceaween 2,185,822 3,098,632 3,733, 
Ce EE 5c acaa os 25% vase nes 2,170,984 2,962,219 3,642,357 
Es 2,861,762 3,794,249 4,492,300 
I io. ova sets bic tees 2,392,040 3,100,590 3,687,319 
4 weeks in September .............. 2,552,621 3,169,421 3,759,533 
SW GR CIEE cv ascccsvceccnee 3,541,982 4,000,394 4,767,297 
4 weeks in November .............. 2,529,604 2,615,380 3,425,007 
Week of December S .... 0... cccsess 649,086 620,325 701,050 
Week of December 10 .............. 619,340 619,266 787,072 
Week of December 17 .............. 606,314 600,283 744,353 
<A eee 29,394,187 36,757,737 44,627,817 
Grain and Live 
grain prod. stock Coal 
1938 35,956 13,177 126,344 
Petes BE PORE: 6a cscceince ses | 1937 34,894 14,355 150,421 
| 1936 33,807 14,767 162,441 
Preceding week December 10..... 1938 34,421 14,545 128,210 
Per cent increase over ........... 1937 3.0 
Per cent decrease under ......... 1937 8.2 16.0 
Per cent increase over ........... 1936 6.4 
Per cent decrease under ......... 1936 10.8 22.2 
‘ 1938 1,911,177 680,632 5,279,365 
Cumulative 50 weeks to Dec. 17. 1937 1,732,885 701,976 6,770,781 
(1936 1,754,834 737,587 6,682,322 
Per cent increase over ........... 1937 10.3 
Per cent decrease under ......... 1937 3.0 22.0 
Per cent increase over ........... 1936 8.9 
Per cent decrease under ......... 1936 a7 21.0 


Per cent to 15 year average, 84.1. 


Forest Mdse 


Coke products Ore LC. L. Miscellaneous Total 
6,704 29,113 8,260 148,091 238,669 606,314 
6,390 24,923 8,518 145,546 215,236 600,283 
11,201 35,738 9,198 164,415 298,481 730,048 
6,754 28,043 10,281 151,325 245,761 619,340 
4.9 16.8 py 10.9 1.0 

3.0 

40.1 18.5 10.2 9.9 20.0 16.9 
261,435 1,372,258 829,928 7,429,912 11,629,480 29,394,187 
497,905 1,790,957 2,195,270 8,230,974 14,836,989 36,757,737 
459,072 1,629,113 1,606,516 8,010,021 14,078,806 34,958,271 
47.5 23.4 62.2 9.7 21.6 20.4 
43.1 15.8 48.3 7.2 17.4 15.9 








































































































PAGE 1390 


3,726,925; revenues at usual postage rates, including registry fees 
and surcharges, $779,369; publications mailed free in county: Number 
of pieces, 402,509,752; weight in pounds, 63,715,005; revenues at usual 
postage rates, including registry fees and surcharges, $637,150; free 
matter for the blind: Number of pieces, 1,176,468; weight in pounds, 
4,597,914; revenues at usual postage rates, including registry fees and 
surcharges, $188,091. 

The above figures show an increase of 142,782,160 pieces and a 
decrease of 1,581,815 pounds mailed under the penalty privilege by 
departments and establishments of the government, exclusive of the 
post office department, and an increase in postage that would have 
been chargeable thereon at the regular rates, including registry fees 
and surcharges of $1,608,880, as compared to the previous year. 


FREIGHT LOADING FORECAST 


Freight car loadings in the first quarter of 1939 are ex- 
pected to be about 9.9 per cent above actual loadings in the 
same quarter in 1938, according to estimates compiled by the 
thirteen Shippers’ Advisory Boards. 

On the basis of these estimates, freight car loadings of the 
twenty-nine principal commodities will be 4,601,131 cars in the 
first quarter of 1939, compared with 4,185,676 actual car load- 
ings for the same commodities in the corresponding period last 
year. 

Of the thirteen Shippers’ Advisory Boards, all estimate an 
increase in carloadings for the first quarter of 1939 compared 
with the same period in the preceding year except the North- 
west, which anticipates a small decrease. 

Tabulation below shows actual carloadings for each dis- 
trict in the first quarter of 1938, the estimated loadings for the 
first quarter of 1939, and the percentage of increase or decrease: 


Actual Estimated 
Loadings Loadings 
Shippers’ Advisory First Quarter, First Quarter, Per Cent 
Boards 1938 1939 Increase 
a. Ser eerras es 109,764 111,901 1.9 
ME occ anda Sneed 499,365 524,353 5.0 
error 534,854 668,860 25.1 
ge ea a ee 498,749 553,516 1342 
I, ne en te a 487,024 503,809 3.4 
RB EP CET ee ne ree 223,461 299,347 34.0 
eee 160,161 166,680 4.1 
ee i ea oe kee 660,618 721,747 9.3 
Nn LN ee sek tle 139,130 135,206 2.8* 
Trans-Missouri-Kansas ........... 254,323 263,136 3.5 
SUES oN is Snr g' 9 5 twits 314,835 328,364 4.3 
SIN) oc s siie Kaen ob wi dtomlee 169,078 173,265 2.5 
Packie Worthwest «cc ciscsccssns 134,314 150,947 12.4 
Ee a oan ee eee Tee 4,185,676 4,601,131 9.9 
*Decrease. 


Of the twenty-nine commodities included in the estimate, 
increases are expected in twenty-one and decreases in eight. 
The twenty-one for which increases are expectd follow: 


Flour, meal and other mill products; citrus fruits; other fresh 
fruits; fresh vegetables other than potatoes; live stock; poultry and 
dairy products; coal and coke; ore and concentrates; gravel, sand and 
stone: salt; lumber and forest products; petroleum and petroleum 
products; sugar, syrup and molasses; iron and steel; cement; brick 
and clay products; lime and plaster; automobiles, trucks and parts; 
paper, paper board and prepared roofing; chemicals and explosives ; 
and canned goods including all canned food products. 


The eight commodities for which decreases are estimated 
are grain; hay, straw and alfalfa; cotton; cottonseed and prod- 
ucts except oil; potatoes; machinery and boilers; agricultural 
implements and vehicles other than automobiles; and fertilizers, 
all kinds. , : 

Of the commodities for which increases are estimated in 
the first quarter of 1939 compared with the same period in 
1938, those showing the largest percentage of increase are auto- 
mobiles, trucks and parts, 54.8 per cent; iron and steel, 39.1 
per cent; ore and concentrates, 29.7 per cent; brick and clay 
products, 18.9 per cent; chemicals and explosives, 15.2 per cent; 
coal and coke, 13.8 per cent; lime and plaster, 10.9 per cent, 
lumber and forest products, 9.9 per cent; paper, paper board 
and prepared roofing, 9.3 per cent; and citrus fruits 8.3 per 
cent. 

Loading of cotton in the first quarter of 1939 compared 
with the same period in 1938 is expected to show a decrease 
of 25.8 per cent, while for cottonsed eand products, xcept oil, 
a decrease of 20.5 per cent is estimated. Other decreases in- 
clude agricultural implements and vehicles other than automo- 
biles, 24.8 per cent; hay, straw and alfalfa, 20.1 per cent; grain, 
9.1 per cent; potatoes, 8.2 per cent; fertilizers of all kinds, 2.4 
per cent, and machinery and boilers, four-tenths of one per cent. 

Actual loadings for the first quarter of 1938, estimated 
carloadings for the first quarter of 1939, and the percentage 
of increase or decrease for each of the twenty-nine commodities 
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included in the forecast of the thirteen Shippers’ Advisory 
Boards follow: 


7-—Carloadings——.._ Estimated 


Actual Estimated PerCent 
Commodity 1938 1938 Increase 
DEE chien ahi acne wedss aun ons 238,281 216,583 9,1* 
Flour, meal and other mill products 180,822 185,562 2.6 
Hay, straw and alfalfa ............. 25,010 19,991 20.1* 
Dh Sis chieuauctcibhnskcwahhunwss 48,789 36,202 25.8* 
Cotton seed and products, except oil. 24,293 19,306 20.5* 
I ORR Se 43,238 46,810 8.3 
SPEED RUNS RETIIED: n.cnniccciccesccceses 37,452 37,684 6 
RD Lea ekieicntcnhous eas cws<ios 62,766 57,646 8.2* 
Other fresh vegetables .............. 66,794 67,300 8 
EE chs oo Ss habe cok oe bxe « 144,019 149,025 3.5 
Poultry and dairy products ......... 22,722 23,173 2.0 
eee 1,485,869 1,691,016 13.8 
Ore and concentrates ............... 80,382 104,224 29.7 
Gravel, sand and stone ............. 152,294 163,656 7.5 
iL WSGteltsc sb pitenadssaknwsnbev aves 23,328 24,568 5.3 
Lumber and forest products ....... 339,408 373,066 9.9 
Petroleum and petroleum products .. 448,188 465,223 3.8 
Sugar, syrup and molasses .......... 36,565 38,294 4.7 
ON i ee a ee 218,032 303,191 39.1 
Machinery and boilers .............. 27,014 26,912 .4* 
Ee ae 75,392 79,015 4.8 
Brick and clay products ............ 40,323 47,959 18.9 
SD GE I oo xin issneecncnse sss 27,238 30,202 10.9 
Agric. implements and vehicles, other 
eee 27,329 20,562 24.8* 
Automobiles, trucks and parts ....... 99,226 153,647 54.8 
aot. Be 76,036 74,237 2.4* 
Paper, paper bd. and prepared roofing 75,648 82,713 9.3 
Chemicals and explosives ........... 17,802 20,503 15.2 
Canned goods—all canned food prod- 
ucts (includes catsup, jams, jellies, 
olives, pickles, preserves, etc.) .... 41,416 42,861 3.5 
| RE ESS Oe ee ee Oe ee ne 4,185,676 4,601,131 9.9 
*Decrease. 


TRAINING AIR MEN 


President Roosevelt has approved a program presented by 
the Civil Aeronautics Authority for the annual training of ap- 
proximately 20,000 pilots in the colleges and universities of 
the United States. The President said he had authorized the 
allocation of $100,000 of National Youth Administration funds 
for the initial phase of the project. The President said this 
called for a practical test of the plan in the second semester 
of the present school year in not to exceed a dozen educa- 
tional centers in various parts of the country which would be 


selected on the basis of pioneering work already done by them 
in aviation training. 








AIR EXPRESS INCREASES 


Nationwide air express traffic increased 15.3 per cent in 
November, 1938, over November, 1937, according to an an- 
nouncement by the Railway Express Agency. The total number 
of shipments in November of this year was 65,210. The one-day 
record for air express shipments into and out of New York was 
broken December 22 when the total was 2,964, 35 per cent over 
the corresponding day in 1937. 





Cc. A. A. HEARINGS 


The Civil Aeronautics Authority has assigned for hearing, 
January 16, before it at its offices in Washington the applica- 
tion of Pan American Airways Co. to fix and determine fair 
and reasonable rates of compensation for the transportation of 
mail, and services connected therewith, between San Francisco, 
Calif., and Hong Kong, China. Hearing on the application of 
Inland Air Lines, Inc., for fair and reasonable rates over its 
air mail route No. 35 has been assigned for January 10 before 
the Authority. 





FOREIGN PARCEL POST BY AIR 


The Post Office Department has announced that there is 
no provision for the dispatch of parcel post packages to for- 
eign countries by air. 

“Packages intended for dispatch to foreign countries by 
air should not have attached thereto a customs declaration or 
any other form applicable exclusively to parcel post packages,” 
says Ambrose O’Connell, Second Assistant Postmaster General. 
“There is no provision for the dispatch to foreign countries by 
air of parcel post packages as such.” 


AIR SERVICE TO BERMUDA 

An application for a permanent certificate of convenience 
and necessity to operate a scheduled air service between New- 
ark, N. J., and Plaice’s Point in the Island of Bermuda has 


December 31, 1938 


been filed with the Civil Aeronautics Authority by the New 
York and Bermudian Air Line, Hoboken, N. J. 

__ The company, which has not yet engaged in air transporta- 
tion, proposed to use new Sikorsky S-43-B, 24-passenger type 
amphibians and to make four round trips weekly between 
the terminal points on the route. ' 

At the present time air service to Bermuda is being op- 
erated by Pan American Airways, Inc., and Imperial Airways, 
Ltd., from Port Washington, Long Island and Baltimore, Mary 
land, each company flying two round trips weekly. 


ACME ORDER POSTPONEMENT 


The Commission has further postponed the effective date 
of its order in MC 2200, Acme Fast Freight, Inc., et al., com- 
— carrier application, from December 31 until its further 
order. 

Indefinite postponement of the effective date of the order 
is attributed by those interested in the question of the rela- 
tionship, in rate matters, between motor carriers and for- 
warders to the belief that the questions raised in the decision 
of division 5 in I. and S. M-247, proportional rates between 
Chicago and Wisconsin points (see Traffic World, December 
17, p. 1319) will be considered by the entire Commission. Belief 
that the questions will be considered by the entire Commission 
is based largely on the vigor of the dissent written by Com- 
missioner Eastman. 

The order postponing the effective date from December 31 
until the further order of the Commission, was made, not by 
division 5, but by the entire Commission. The order which has 
been put off into the indefinite future was dated July 12 (see 
Traffic World, July 23, p. 144). The recital in the order of 
postponement was that “upon further consideration of the 
record and of applicant’s petition for further stay of the order 
of July 12, 1938,” the effective date of the order was put off 
pending further order. 

The report in I. and S. M-247 said the suspended schedules 
named rates which were calculated to return approximately the 
same revenue to the respondent truck companies as their divi- 
sions out of joint rates in the tariffs of forwarders, which, 
under the decision in the Acme case, 2 M. C. C. 415 and 8 
M. C. C. 211, may not file tariffs with the Commission, not being 
carriers subject to its jurisdiction. The Commission, in the 
suspension case, found the rates filed by the motor carriers, 
denominated by them as proportionals, unlawful and directed 
their cancellation. 

Acme Fast Freight, Inc., and others, applicants for common 
carrier certificates in MC 2200, asked the Commission to further 
stay the order of July 12 on the ground, among others, that it 
would be unjust and unequitable for them to be deprived of 
so-called off-line traffic and for all shippers and communities 
to be deprived of their service until a final and authoritative 
determination of the legality of joint or proportional rates. 
Otherwise, Acme said, it might be deprived of its business 
unlawfully in an interim and unreasonably and unnecessarily 
put to the expense of re-establishing the service in the event 
that subsequently either method of rate making was held to be 
lawful. Acme submitted through J. R. Turney, its attorney, 
that the reasonable and just discretion reposed in the Com- 
mission required that the order be postponed to await final 
decision in I. and S. M-247, and the action of Congress with 
respect to bringing forwarding companies within the purview 
of the interstate commerce act. 

The petition for further stay of the order pointed out that 
Acme, for many years had served, what it called key cities, 
approximately 100 in number between which it had moved 
consolidated consignments of less than carload freight in car- 
load or truckload lots. Applicant also for many years, its peti- 
tion said, had served many thousand additional towns and 
cities located within the marketing area of the key cities, gen- 
erally by motor trucks, which were used to concentrate and 
distribute freight in less than truckload or individual consign- 
ments. Such traffic was referred to as off-line traffic, depriva- 
tion of which Acme represented would be unjust to it and the 
shippers receiving such service. 


MOTOR ORDERS EFFECTIVE 

The following recommended orders have become effective 
as shown: 

MC-F 216, Yellow Transfer Co., purchase, Rabb Freight 
Lines, Inc. (Alvin M. Strnad, receiver), as of Dec 19; MC-F 
471, Robert E. Lee, R. W. Lee and A. C. Buchanan, control, 
Southwest Motor Lines, Inc., as of Dec. 20; MC 88947, John 
Lester Hillbish, contract carrier application, as of Dec. 9; 
MC C-68, Kopper Co. vs. Langer Transport Corporation, as 
of Dec. 12; MC 16137, Sub. No. 1, Fred Oates, extension of 
operations, Hartford, Conn., as of Dec. 12; MC 21477, Roy 
Adams, contract carrier application, as of Dec. 12; MC 40419, 
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Frank L. Cook, common carrier application, as of Dec. 12; 
MC 60012, Sub. No. 3, Rio Grande Motor Way, Inc., Salt Lake 
City-Park City extension, as of Dec. 8; MC 67482, Texas and 
Pacific Coaches, Inc., common carrier application, as of Dec. 
12; MC 76726, Fred Freeman, common carrier application, as 
of Dec. 12; MC 85404, William H. Bluhm, contract carrier ap- 
plication, as of Dec. 12; MC 85404, Sub. No. 1, William H. 
Bluhm, extension of operations, as of Dec. 12; MC 88088, Martin 
A. Grieser, common carrier application, as of Dec. 13; MC 
88380, Sub. No. 1, O. L. Harvey, extension of operations, as of 
Dec. 8; MC 88943, Joe W. Reagan, common carrier application, . 
as of Dec. 12; MC 89196, Fred Schwant, common carrier appli- 
cation, as of Dec. 10; MC 91406, Walter Gemza, common car- 
rier application, as of Dec. 8; MC 91505, Alfred Lederer, con- 
tract carrier application, as of Dec. 8; MC 92193, Angelo Rivas 
and George Cerny, common carrier application, as of Dec. 10; 
MC 93035, Denzel Nelson, common carrier application, as of 
Dec. 12; MC 93130, Transportes Del Norte Sociedad Coopera- 
tiva Limitada, common carrier application, as of Dec. 12; MC 
93377, F. E. Johnson, contract carrier application, as of Dec. 12; 
MC 93461, Sabini’s common carrier application, as of Dec. 10; 
MC 94038, Harry Hanson, Jr., common carrier application, as 
of Dec. 10; MC 94584, Lewis G. Rodman, common carrier ap- 
plication, as of Dec. 12; MC 95094, Carl Herbert Roden, com- 
mon carrier application, as of Dec. 10; MC F-182, Central 
Freight Lines, Inc., purchase, Archie Tyler et al., as of Dec. 22. 


HIGHWAY FINANCE PROBLEMS 


“With 47 states now completing surveys upon which they 
will base their future highway programs, major farm, indus- 
trial and business groups have joined in urging that state leg- 
islatures soon to convene be guided by policies assuring that 
the more than a billion and a half tax dollars paid annually 
by highway users in special taxes and fees shall be used to 
provide roads ‘suitable for the movement of modern traffic 
with safety, economy and facility,’”’ says the National High- 
way Users Conference. 

Acting through the conference, groups representative of 
farmers, retailers, dairymen and other leading users of high- 
way transportation united with organizations in the automo- 
tive-highway field in presenting ‘well-defined principles for 
future guidance” in dealing with the problems of highway 
taxation, finance and administration. 

State highway programs in every respect, they said, 
“must be consistent with and measured by the taxpayers’ 
ability to pay.’ Emphasis was placed on the exclusion of toll 
roads from such programs, with all highways to be free. 

“These highways,’ the statement continues, “must in 
every instance be predicated on traffic needs, and long-term, 
rational planning surveys should point definitely to where 
needs exist. They must embody every practical safety aid. 
The growing need for adequate intermediate rural roads, as 
well as arterial routes through cities, must not be over- 
looked. * * * 

“The revenues from special motor-vehicle fees and taxes 
should be dedicated exclusively to highway purposes. There 
should be adopted in every state appropriate provisions to pre- 
vent diversion of motor-vehicle revenues to other than high- 
way purposes.” 

The principles of highway taxation, finance and adminis- 
tration suggested by the conference are set forth in a pam- 
phlet. They cover the following subjects: statement of policy, 
classification of highways, responsibility for cost of highways, 
principles of motor-vehicle taxation, planning, special motor 
imposts, diversion and fundamental policies (general, federal, 
state and administrative and engineering). 


MOTOR EXPLOSIVES REGULATIONS 


A plea for recognition by the Commission of regulations 
made by the Port of New York Authority for the transporta- 
tion of explosives and other dangerous articles by motor vehicle 
through the tunnels and over the bridges controlled by it, is 
made by the Authority in a brief in Ex Parte MC 13, regula- 
tions governing the transportation of explosives and other dan- 
gerous articles by motor vehicles. Its regulations pertain to 
transportation by motor vehicle regardless of the legal status 
of the vehicle. The port authority urges the adoption and 
ratification in the final regulations of paragraph A-3 of the third 
draft of the proposed regulations. That paragraph says that 
nothing contained in these regulations shall be so construed as 
to nullify or supersede regulations established and published 
under authority of state statute or municipal ordinance regard- 
ing the kind, character, or quantity of any explosive or other 
dangerous article permitted by such regulations to be trans- 
ported through any vehicular tunnel. 

In urging continuance of the local regulations the port 
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authority pointed out that of the 12,000,000 vehicles operating 
through the Holland Tunnel in the last 12 months 2,000,000 or 
one-sixth were trucks, yet 50 per cent of the accidents involved 
trucks. 

Speaking of the legal aspects of the matter the brief said 
there had existed in some quarters the thought that the Com- 
mission did not have authority to delegate tunnel regulation to 
the several states. That, the brief said, missed the main point 
which was that under the dual system of government it was 
unnecessary for the federal government to occupy the entire 
field, and where it elected to leave any part of the local field 
unoccupied, state authority might operate within the local area. 
The Commission, it added, was delegated to adopt federal safety 
rules only where they were found to be necessary. They were 
not necessary as to tunnel operation, it asserted, because safety 
of tunnel operation was assured by the regulations of local 
authorities. It said the principle was well established that 
the exercise by a state of its police power, which would be 
valid if not superseded by federal action, was superseded only 
where there was a conflict wh'ch was irreconcilable, or where 
the two statutes could not consistently stand together. 


There is here no conflict between federal and state au- 
thority, declares the brief. The federal government, the brief 
added, was about to promulgate safety rules designed for high- 
way transportation. Local authority, it said, had already pro- 
vided rules for tunnel regulations. The two could and should 
operate together, it added. It was not a question of delegation, 
said the brief, but rather a question of cooperation between 
state and federal agencies in working out in the spirit of opera- 
tion a well-rounded system of regulation. 

_ The brief pointed out several instances in which, in the 
opinion of the port authority, the proposed federal rules would 
be inadequate for the proper protection of the tunnels in the 
metropolitan area. 


EXCEPTIONS TO MOTOR REPORTS 


MC 52110, Brady Transfer & Storage Co., common car- 
rier application. Time for filing exceptions to recommended 
order extended to January 16. 

MC 59880, Fine Motor Freight Lines, Inc., common carrier 
application. Time for filing exceptions to recommended order 
extended to January 9. 


MOTOR ACCOUNTS 


The Commiss:on, by Commissioner Eastman, in Ex Parte 
MC 17, uniform system of accounts for Class I common and 
contract motor carriers of property, has exempted the Missouri 
Pacific Lines and the Chicago, Milwaukee, St. Paul & Pacific 
from the requirements of the uniform system of accounts for 
Class I common and contract motor carr ers of property, effec- 
tive January 1, 1938, until further order of the Commission, 
provided, that the accounts of the carriers are maintained in 
conformity with accounting systems descriked in petitions filed 
by the carriers. 

The Commission, by Commissioner Eastman, in Ex Parte 
MC 16, has also exempted the Chicago, Milwaukee, St. Paul & 
Pacific from the requirements of the uniform system of accounts 
for Class I common and contract motor carriers of passengers, 
effective January 1, 1938. 


TERRITORY INVASION CASE 


Saying that the resulting invasion of Great Northern Rail- 
road territory by the Southern Pacific would be inconsequen- 
tial, the Commission, by division 5, in MC F-272, Pacific Mo- 
tor Trucking Co., purchase, J. A. Keithly, embracing also 
MC F-299, Same, purchase, Thomas Laird, has approved and 
authorized the purchases indicated by the titles of the pro- 
ceedings. The Southern Pacific is the parent company of the 
applicant. The proposal was to pay $6,000 for operating rights 
and property of Thomas Laird, doing business as Klamath 
Falls-Malin Freight Line, and $4,000 for operating rights and 
property of Keithly. 

The Commission adopted the proposed report of Joint 
Board 225 after overruling exceptions by the Consolidated 
Freight Lines, Inc., and the Great Northern Railway, both of 
which opposed grant of the application. The consolidated’s 
exception was that grant of the application would create a 
monopoly in favor of the rail company and would allow the 
applicant to invade the territory not only of motor carriers 
but of other rail carriers contrary to the previous decisions 
and ruling of the commission. The Great Northern, the report 
said, excepted on the ground that the proposed purchase wou'd 
invade the territory of it at the joint station of Hager, the 
common station of Merrill, and particularly the local station 
of Malin on its line of railway, as well as the surrounding local 
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territory. The motor lines to be acquired operate in northern 
California and southern Oregon. 

In commenting on the exceptions of the Great Northern, 
the Commission said two of the points were served by the ra‘l- 
road and that the other, Malin, was a little community less 
than 10 miles therefrom. The invasion of the Great Northern 
territory therefore, it said, would be inconsequential. 


SHIP CONSTRUCTION BIDS 


Construction of two of its C-3 type cargo vessels, at a 
bid price of $2,857,760 each (total $5,715,520) was allocated 
December 23 to the Moore Dry Dock Co. of Oakland, Calif., 
by the Maritime Commission. 

This is the first construction to go to the west coast under 
the commission’s program for rehabilitation of the Amer:can 
merchant marine. The commission welcomes the opportunity 
to make this allocation as it means the first step has been 
taken toward the necessary ravival of the shipbuilding indus- 
try on the west coast, says a statement by the commission, 
which adds: 

It has been impossible previously to make awards to any Pacific 
coast yard. Either no bids have been received in response to invita- 
tions, or in the few cases in which they have been submitted, the com- 
mission has found them Higher than prudent expenditure would war- 
rant. 

Today’s allocation is made under section 502 (f) of the merchant 
marine act of 1936, as amended. This section provides that if the com- 
mission finds existing shipyards, including navy yards, inadequate to 
meet requirements for purposes of national defense and natinoal emer- 
gency, it may allocate tonnage in such manner as it may determine to 
be fair, just and reasonable to all sections of the country, subject to 
the provisions of this sub-section. 

The law requires that the commission must take into consideration 
the benefits accruing from standardized construction, the conditions of 
unemployment, and the needs and reasonable requirements of all ship- 
yards. 

It also provides that allocation under such circumstances must have 
the approval of the President of the United States. President Roose- 
velt has given his approval to this allocation. 

The allocation was also approved by the Navy Department in con- 
nection with the national defense aspect of the problem. 


COAL AGAINST ST. LAWRENCE CANAL 


J. D. Battle, executive secretary of the National Coal Asso- 
ciation, has sent to members “ammunition” with which to fight 
approval by the Senate of the proposed treaty providing for 
construction of the St. Lawrence canal and power project 
which it is expected President Roosevelt will submit to the 
Senate shortly. The bituminous coal industry would be hit in 
two principal ways if the project materializes, according to 
Mr. Battle. First, the hydro-power part of the project would 
result in substitution of hydro-electric power for power pro- 
duced by coal, and second, railroads deprived of tonnage di- 
verted to the waterway would not buy as much Coal as there- 
tofore. Foreign oil and coal also could be imported via the 
waterway and displace U. S. coal, it is asserted. 

“Both phases of the St. Lawrence project are destructive 
of present and future markets for coal and calculated to result 
in large tonnage displacement,” said he. 

The data disseminated by Mr. Battle refers to proponents 
of the treaty talking about “cheap” hydro-electric power. On 
that point the following statement is made: 

“We know how this illusion of ‘cheap’ hydro-power is mate- 
rialized under government auspices. We have a perfect ex- 
ample in the TVA. Half of the entire cost is charged up to 
other purposes; interest on the capital investment, if figured 
at all, is at a rate far below comparable private investment 
rates; and taxes are largely obliterated. Under such accounting 
methods it is perfectly easy to undercut the lowest prevailing 
private commercial costs and proclaim the power cheap.” 


TIN PLATE EXPORT RULES 


Under statute passed in 1936 to protect, preserve and de- 
velop domestic sources of tin, to restrain the depletion of do- 
mestic reserves of tin-bearing materials, and to lessen the pres- 
ent costly and dangerously dependent position of the United 
States with respect to resources of tin, the Department of 
State Department has prescribed rules of procedure to govern 
the issuance of licenses for the exportation of tin plate scrap 
in the calendar year 1939. 


WALLBOARD BY WATER 


The complainant in No. 448, The Celotex Corporation vs. 
Mooremack Gulf Lines, Inc., and Pan-Atlantic Steamship Cor- 
poration, has asked the Maritime Commission to reopen the 
case for rehearing and following such rehearing and argument 
thereon to modify the change its report and order so as to 
make the same consistent with the facts and conditions as they 
exist at the time of such hearing (see Traffic World, Dec. 24, 
p. 1347). 
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WATER CARRIER AGREEMENTS 


The following described action has been taken by the Mari- 
time Commission on agreements filed pursuant to the provisions 
of section 15 of the shipping act, 1916, as amended: 


Agreements; Approved 


Conference 57-7 between American President Lines, Ltd., Mitsui 
& Company, Ltd., States Steamship Company, and the other carriers 
comprising the membership of the Pacific Westbound Conference and 
The East Asiatic Company, Ltd., recording agreement of the latter to 
observe conference rates, rules, regulations, etc. 

6605 between Rederi A/B Jamaica (Salen Line) and Coastwise 
Line provides for the transportation of cargo under through bills of 
lading from ports in China (Hong Kong and Shanghai), the Philip- 
pine Islands, the Straits Settlements, British India, Ceylon, the Dutch 
East Indies, and the Federated Malay States to Los Angeles Harbor, 
San Francisco, Portland, Seattle, and Tacoma, with transhipment at 
specified United States Pacific Coast ports. 

6606 between Coastwise Line and Rederi A/B Jamaica (Salen Line) 
provides for the transportation of cargo under through bills of lading 
from Los Angeles Harbor, San Francisco, Portland, Seattle, and Ta- 
coma to ports in China (Hong Kong and Shanghai), the Philippine 
Islands, the Straits Settlements, British India, Ceylon, the Dutch East 
Indies, and the Federated Malay States, with transhipment at specified 
United States Pacific Coast ports. 

6671 between Luckenbach Gulf Steamship Company, Inc., and A/S 
Thor Dahl (Pacific Islands Transport Line) provides for the trans- 
portation of cargo under through bills of lading from United States 
Gulf ports to specified ports in Australia and the South Sea Islands, 
with transhipment at Los Angeles Harbor or San Francisco. 

6695 between Compania Sud Americana de Vapores, Grace Line, 
Inc., and Wessel Duval and Company, Inc., and J. Lauritzen whereby 
the latter three carriers agree to solicit cargo for four sailings of 
vessels of Compania Sud Americana de Vapores and to guarantee to 
the latter specified gross revenue for the four sailings. 


Agreements Cancelled 


3676 between Dollar Steamship Lines, Inc., Ltd., and Luckenbach 
Gulf Steamship Company, Inc., provided for the transportation of 
cargo under through bills of lading from ports in Japan and North 
China to specified United States Pacific Coast ports, with transhipment 
at Los Angeles Harbor or San Francisco. 

5018, as amended, between Dollar Steamship Lines, Inc., Ltd., 
and Luckenbach Gulf Steamship Company, Inc., provided for the 
transportation of cargo under through bills of lading between Havana 
and specified United States Pacific Coast ports, with transhipment 
at Los Angeles Harbor or San Francisco. 

5047 between Luckenbach Gulf Steamship Company, Inc., and 
Silver Line, Ltd., provided for the transportation of cargo under 
through bills of lading from specified United States Pacific Coast 
ports to ports in South Africa (Capetown-Beira Range), with tranship- 
ment at Los Angeles Harbor or San Francisco. 

5125 between Luckenbach Gulf Steamship Company, Inc., ana 
Silver Line, Ltd., provided for the transportation of cargo under 
through bills of lading from specified United States Pacific Coast ports 
to ports in the Dutch East Indies, with transhipment at Los Angeles 
Harbor or San Francisco. 

5948 between Skagit River Navigation & Trading Company and 
Luckenbach Gulf Steamship Company, Inc., provided for the trans- 
portation of cargo under through bills of lading from Mount Vernon 
and Stanwood, Wash., to California ports, with transhipment at Seattle. 

5999 between Rederiaktiebolaget Nordstjernan (Johnson Line) and 
Luckenbach Gulf Steamship Company, Inc., provided for the trans- 
portation of cargo under through bills of lading between ports in 
Sweden, Denmark, and Norway and United States Pacific Coast ports, 
with transhipment at San Francisco or Los Angeles Harbor. 

6003 between Rederiaktiebolaget Nordstjernan (Johnson Line) and 
Luckenbach Gulf Steamship Company, Inc., provided for the trans- 
portation of cargo under through bills of lading between ports in 
Colombia, Panama, Costa Rica, Nicaragua, Salvador, Guatemala, and 
Mexico and United States Pacific Coast ports, with transhipment at 
San Francisco or Los Angeles Harbor. 

6079 between Yamashita Kisen Kabushiki Kaisha and Luckenbach 
Gulf Steamship Company, Inc., provided for the transportation of 
cargo under through bills of lading from ports in Argentina, Brazil, 
and Uruguay to specified United States Pacific Coast ports, with 
transhipment at San Francisco or Los Angeles Harbor. 

6252 between Silver Line, Ltd., and Luckenbach Gulf Steamship 
Company, Inc., provided for the transportation of cargo under through 
bills of lading from ports in South Africa (Capetown-Beira Range) to 
specified United States Pacific Coast ports, with transhipment at Los 
Angeles Harbor, San Francisco or Portland. 

6258 between Silver Line, Ltd., and Luckenbach Gulf Steamship 
Co., Ine., provided for the transportation of cargo under through 
bills of lading from ports in the Dutch East Indies to specified United 
States Pacific Coast ports, with transhipment at Los Angeles Harbor, 
San Francisco, or Portland. 


REDUCED FARES TO S. A. 


The Maritime Commission has announced that the Ameri- 
can Republics Line, the Grace Line, the Furness Prince Line 
and the Mississippi Shipping Company, operating passenger 
services between the United States and South America, have 
agreed to grant 50 per cent discounts on fares for students, 
teachers and professors using their ships. 

The companies have laid down certain general conditions 
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under which the discounts will be granted and each line will 
also have to impose certain special conditions where passenger 
accommodations may be limited, or where other circumstances 
peculiar to the individual lines may arise, according to the 
commission. 

The commission is advised that those qualifying for the 
discount should make their applications for transportation to 
the specific lines which they wish to patronize before making 
definite arrangements. 


PARCEL POST TO GERMANY 


The Post Office Department has announced that, effective 
January 2, insured parcels as well as ordinary parcels up to 
the maximum weight of 44 pounds a parcel may be accepted 
for mailing to Germany. The exchange of registered parcels 
will be discontinued on the same date. 


SHIP AGENCY OPERATIONS EXTENDED 


The Maritime Commission has announced the extension 
of agency agreements covering operation of three government 
owned shipping lines for a period of 3 months from January 
1. The lines affected by the extension are the American Pio- 
neer Line, America France Line and American Hampton Roads 
—Oriole-Yankee Line. 


M. C. RESEARCH WORK 
Officials of the Maritime Commission have explained in 
response to inquiries as to discontinuance of statistical reports 
dealing with water transportation that the same information 
will be made available but in different form than heretofore. 
It was stated there was no intention to cease the compilation of 
the data. 


PUERTO RICAN RATES 


The Maritime Commission has announced that further 
hearing in No. 500, Puerto Rican rates, will be held before 
Examiner John A. Russell, January 9, in New York, N. Y. 


VESSEL MANNING SCALES 


The Maritime Commission has set for hearing January 4, 
before Daniel S. Ring, an officer of the commission, at its 
offices, 45 Broadway, New York City, application of American 
Export Lines, Inc., to determine whether a change should be 
made in the minimum manning scales for the engine depart- 
ments of the steamships Extavia, Exmouth, Examelia, Executive 
and Exhibitor. The commission said it appeared from the 
application that the vessels had been altered so as to reduce 
their power-tonnage from that of Class C to that of Class D. 





M. C. ARGUMENTS 


The Maritime Commission has announced that oral argu- 
ment on exceptions to the proposed report in No. 215, Roberto 
Hernandez, Inc., vs. Arnold Bernstein Schiffahrtsgesellschaft, 
M. B. H., et al., will be heard January 18 in room 2062, De- 
partment of Commerce building. 

The commission has also announced that oral argument 
on exceptions to proposed reports in No. 184 and related cases, 
J. G. Boswell Co. et al. vs. American-Hawaiian Steamship Co. 
et al., and No. 369 and related cases, Los Angeles By-Products 
Co. et al. vs. Barber Steamship Lines, Inc., et al., will be 
heard January 23 and January 25, respectively, in the Depart- 
ment of Commerce building. 

Oral argument on exceptions of respondent Calmar Steam- 
ship Corporation to the proposed report in No. 488, in the 
matter of intercoastal charters, will be heard January 16 in 
room 2062, Department of Commerce building, it has been 
announced by the commission. 


NIAGARA TRAFFIC LEAGUE ELECTION 


The annual dinner and election of directors of the Niagara 
Frontier Industrial Traffic League will be held at the Hotel 
Markeen, Buffalo. N. Y., January 9. The following, seven of 
whom are to be elected, have been nominated for directorships: 


Henry Adema, traffic manager, R. T. Jones Lumber Company; C. 
T. Boldt, assistant traffic manager, Bliss and Laughlin, Inc.; J. W. 
Burke, traffic manager, J. N. Adam and Company; J. W. Dobmeier, 
traffic manager, Buffalo Forge Company; J. B. Edwards, traffic man- 
ager, Eastern Grain Elevator Corporation; C. G. Gessner, treasurer, 
Cling- Surface Company; Robert Goetz, assistant traffic manager, Pratt 
and Lambert, Inc.; W. J. Holehouse, Jr., traffic manager, Trico Prod- 
ucts Corporation; F. A. Maley, traffic manager, Curtiss-Wright Cor- 
poration; E. A. Momberger, traffic assistant, Buffalo Chamber of Com- 
merce; O. H. Schmitt, traffic manager, Cooperative G. L. F. Mills, Inc.; 
W. H. Wolfe, traffic manager, American Sales Book Company. 


There will be a program of entertainment. 
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TOO MUCH RAILROAD PLANT? 


Editor The Traffic World: 

Your editorial of December 24, “‘Too Much Railroad Plant,” 
has been read very carefully by the writer, as also the comment 
of Mr. Jack, of Pittsburgh. 

It seems to me that all the questions of elimination, 
excess mileage, etc., come from big town boys. It is nice to sit 
in your office, which is probably steam-heated, and figure the 
big town boys know it all. There is no question in my mind but 
that there may be more railroad facilities in the United States 
between any two points than are needed. For example, between 
Chicago and the Twin Cities there are six direct lines where 
probably two, and possibly one, could handle all the traffic if 
it was just a question of moving the tonnage between those two 
points; but how about the town in which I reside—Antioch, Il. 
—which is served by the Soo Line. I happened to make Antioch 
my home before becoming associated with the Chicago Great 
Western; otherwise, I probably would have settled along our 
own railroad. How about Stockton, Ill., or Sumner, Iowa, towns 
served exclusively by the Great Western? How about other 
small towns or hamlets along the Soo Line which depend on 
that line for their coal, oil, and the necessities of life? How 
about the boys in the big cities who have to depend on towns 
like Stockton and Sumner for crops? Surely you would not 
want nor expect them to dray it miles before giving it to a 
railroad. 

I am going to be frank and say that too much is being 
written from the big cities about the railroads, but you hear 
very little from people in towns of 300 to 5,000 inhabitants. 
They know you are not going to take railroads away from them. 
If you did, it might be inconvenient to get the necessities of life 
out of their production in the field, also for the coal and oil 
people, or manufacturers, to sell them. You cannot solve the 
railroad problem from the big cities’ point of view—you have 
to take into consideration the welfare of the country as a whole. 
I do not know the exact number of carloads of material that 
terminate at Antioch, but I do know that, if you took the rail- 
road away the town would dry up, and there is no reason why 
it should, as people have the right to live after they have built 
around railroads and depend on them for the movement of the 
necessities of life. 

The purpose should be to develop the whole country and 


not just a few favored localities that would continue to have 
rail transportation. We need a plant with some surplus capacity. 
I do not think any successful manufacturer is reducing the 
capacity of his plant to keep it within the needs of production 
in a time of depression. You probably would print more Traffic 
Worlds if you could sell them but, failing this, I doubt if you 
are dismantling any machinery. What do you think South Bend 
would amount to if it never had more than one railroad, or do 
you think you could dispense with any of its railroad facilities, 
even though larger cities on either side might get along well 
enough without more than one railroad running through South 
Bend ? 

As stated, the railroad problem cannot be solved by elimi- 
nation and moving everybody to just two given points for the 
benefit of disgruntled economists. 

You have a great publication in The Traffic World, but it 
seems to me you receive very few suggestions or get advice 
from the really important people. By that I mean the people 
who raise the country’s foodstuffs and who have to be clothed 
and kept warm, as well as have building materials for their 
schools, homes, etc., brought to the scattered population 
throughout the country. 

It is the duty of Congress to solve the railroad problem and 
I agree with you that there probably is not enough backbone 
in the management of railroads, but you know Congress is 
elected from the rural districts, generally speaking, and, as long 
as the railroads are overtaxed and made to pay for grade 
crossing eliminations and things that are for the benefit of all 
communities, you will have the same problem. You will also 
have the same problem as long as other forms of transportation 
are subsidized and the railroad management handicapped by 
criticism that is not constructive, so it makes no difference 


whether you use the word “incapable” or “unable,” as all of the 
citizens should be concerned and probably will be if it becomes 
any worse. 

The real trouble with the railroads, and industry generally, 
is lack of business. Whenever the time comes that the idle 
dollars are put to work, what we are pleased to call the railroad 
problem will solve itself and then our activities will be directed 
towards improving and expanding the plan instead of tearing 
it up as we have been doing in the last ten years. Any thought 
directed to the solution of our present troubles that does not 
recognize this as a growing and developing country, it seems 
to me, is faced in the wrong direction. 

The Soo Line is just as important to Antioch, Illinois, as 
the Pennsylvania is to Pittsburgh, and the Chicago Great 
Western Railroad is just as important to Sumner, Iowa, as the 
New York Central is to New York City. 

P. H. Joyce, Co-Trustee, 
Chicago Great Western R. R. Co. 

Chicago, Ill., December 28, 1938. 

Editor The Traffic World: 

The writer was very much interested in Mr. Jack’s contri- 
bution which appeared on page 1318 of your December 24 issue, 
and in your editorial comment thereon. 

The railroads of the United States are in a very precarious 
condition, and I do not see how any industrial traffic manager 
can be indifferent on this subject. For years I have been 
preaching the same kind of gospel as enunciated by Mr. Jack— 
that the present railroad plant is entirely too large to meet the 
transportation needs ever since the beginning of the depression 
(whether you call it late or present) in 1931. 


I have testified in hearings before the Commission, when 
emergency rates were under consideration, that, under no cir- 
cumstances, should either the Commission or the various state 
railroad commissions refuse to grant permission for abandon- 
ment when such petitions were properly presented and backed 
up with financial statements proving the inability of a branch 
line or railroad to earn its operating expenses. ‘ 

Every time I look at a map showing the railroads in any 
state, I feel saddened by the indisputable fact that the railroad 
mileage shown thereon is ridiculously high to meet present 
conditions. 

Take the map of Kansas, for example, and note the tre- 
mendous amount of unnecessary railroad mileage, particularly 
in the southeastern quarter of the state. Suppose the presidents 
of the Santa Fe and Missouri Pacific and the chief traffic and 
accounting officers of those lines were to get together for a 
half a day and agree on eliminations of lines of both carriers 
that were unnecessary and the abandonment of which would 
strengthen the remaining lines of either or both carriers—what 
an improved condition would result! 

In Oklahoma much railroad mileage could be abandoned, 
consolidated, or jointly operated in the interest of the carriers 
themselves and to little disadvantage of the shippers of the 
state. 


I don’t know that I would recommend the calling in of 
army engineers to designate railroad lines needed for natinoal 
defense. I think the carriers themselves are the best judges of 
the lines that would be needed and that would be likely to pay 
the cost of their up-keep. 


Certainly, there are few lines in the United States that it 
will be necessary to maintain for the sole purpose of national 
defense, but, if there be such, then they ought to be maintained 
at the expense of the general public and not by the citizens 
located thereon. With this exception, I can heartily recommend 
every remedy suggested by Mr. Jack, and the sooner the general 
public and the carriers appreciate the fact that all of our 
railroad plants cannot be maintained, and should not be main- 
tained under present conditions, or future conditions, so far as 
we can now see the future, the better it will be for all concerned. 

Of course, the maintenance of this unnecessary and waste- 
ful transportation system is no more to be condemned or de- 
plored than the other foolish government undertakings, such as 
the maintenance and operation of so-called artificial water 
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transportation units, which cannot justify their existence, unnec- 
essarily large merchant marine, and many other avenues of 
spending which are fast driving the country to a condition of 
dangerous insecurity. 
J. H. Johnston, Secy.-Treas. and Traffic Manager, 
Oklahoma Cottonseed Crushers’ Assn. 
Oklahoma City, Okla., December 27, 1938. 


Editor The Traffic World: 

In connection with Mr. E. A. Jack’s article in your Decem- 
ber 24 issue, supposing what he advocates comes to pass and 
the parasitic or non-paying lines are scrapped or otherwise 
annihilated; what about labor’s demand that the railroads con- 
tinue to keep employes whose jobs are abolished on their pay 
rolls? 

This view is supported to some extent by the present 
administration. Possibly this is one of the reasons why the 
railroads are not more aggressive in working to bring about 
consolidation, unification, abandonment of non-profitable lines, 
etc. If their labor expense is to continue regardless, one of 
the means to the end has been defeated. 

Clisbee Kimball, Traffic Dept., 
Utah-Idaho Sugar Co. 
Salt Lake City, Utah, Dec. 28, 1938. 


LAND GRANT RATES 


Editor The Traffic World: 

Mr. O. C. Abrams, in his letter on land grant rates, which 
appeared in your issue of December 17, makes the following 
points against abolition of such rates: 





1. That the efficient staff of the government is going to find 
methods of shipping freight in some other way if railroad rates are ad- 
vanced. 

2. That carriers would underbid each other to get government busi- 
ness rather than stick to the commercial rates. 

3. <A farfetched interpretation of railroad tariffs, etc. 

4. That the government, having furnished part of the capital for 
railroads, is entitled to its fair share of dividends in the form of re- 
duced transportation rates. 


It seems to me the answers to point 1 are that the rail- 
roads may lose some short haul government business to trucks. 
On the other hand, the average haul of government business 
is greatly in excess of the average haul of private business. 
For example, there is a large movement to distant points like 
the Fort Peck Dam in Montana, the Coulee Dam in Washing- 
ton, and movement of surplus potatoes, apples, or what not 
from the far west to eastern points. 

As to far-fetched interpretations—they can always be ex- 
pected from a bureaucracy. 

With respect to the government being entitled to a dividend, 
I might say that, irrespective of the fact that the government 
has no capital invested in these railroads, because it got the 
fair value of the land back by selling the adjacent land at 
twice its value before the railroads were built, there just is 
not any land grant railroad which is now paying dividends. 
It is quite true that the present Union Pacific is doing so, but 
the original stock of that company was practically wiped out 
by the reorganization of the 1890’s. 

; Mr. Abrams’ argument sounds very much like special plead- 
ing 


" New York, N. Y., Dec. 27, 1938. F. J. Lisman. 


TRAFFIC AS A PROFESSION 
Editor The Traffic World: 

Referring to your editorial, 
Traffic World, December 17: 

It is definitely known to individuals, and naturally so, who 
have practiced before the Commission, that that body has 
capably served its purpose in the last fifty years. Compli- 
mentary remarks not only have come from the practitioners 
before the Commission but from large corporations and cham- 
bers of commerce throughout the United States as well. 

Following the enactment of the interstate commerce act, 
commonly known as the transportation act of 1920, it is 
peculiar, indeed, and hard to understand, why it has been so 
impossible, the last eighteen years, to form an institute of 
traffic management. In fairness to the Commission, such an 
institute should be formed immediately. That action would 
tend to prove the sincerity of the remarks as to the integrity of 
the Commission. Also, it is the only means whereby the public 
might eventually become aware of the value of a traffic man- 
ager and the duties of the Commission. The fact that traffic 
management, as a profession, is still unrecognized after eighteen 
years is deplorable. The only exceptions are the large cor- 
porations financially able to maintain traffic departments and 
who know very well the provisions of the transportation act 
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as it pertains to their own selfish interests. From a controlled 
tonnage standpoint, large shippers would not need traffic de- 
partments as much as a smaller shipper to handle rate adjust- 
ments, etc. The record prior to enactment of the act to regulate 
commerce supports that statement; nevertheless, large shippers 
realize the need of capable traffic managers. 

Based on a report by the U. S. Department of Commerce, 
1930, following an exhaustive survey made throughout the entire 
United States, it was found that the interest of numerous ship- 
pers and receivers of freight, as it pertained to transportation, 
were protected by the chambers of commerce maintaining 
traffic departments with a personnel well qualified and equipped 
to render such service to smaller shippers. Therefove, it is my 
view, based on that report, that the U. S. Chamber of Commerce 
is the proper organization to set up machinery necessary to 
further the cause of traffic management that it may eventually 
be recognized as a profession. 

The Associated Traffic Clubs of America, in my opinion, 
is not the organization. Incidentally, it has been playing with 
the matter for years. The membership of the individual traffic 
clubs is made up, for the most part, of employes of rail, air, 
motor and/or water common carriers having no direct interest 
in the shipping public’s welfare. Furthermore, because smaller 
shippers do not maintain traffic departments, their business not 
warranting same, the natural consequence is that the Asso- 
ciated Traffic Clubs of America does not have in its member- 
ship the direct voice of an employe representing the smaller 
shipper, except as it may come from the chambers of com- 
merce whose traffic departments are conscientiously attempting 
to protect their interest. Furthermore, as to traffic managers 
representing individual large corporations, and who are mem- 
bers of the traffic clubs, the records show that their past per- 
formance has been selfish; otherwise, with their financial 
strength and prestige, something would have been accomplished. 
Because of the very lack of interest manifested by the indi- 
vidual traffic clubs, as pertaining to the traffic profession, I 
withdrew my membership from the Cincinnati Traffic Club 
many years ago. As one individual I have, at least, been con- 
sistent, which supports my view that the Associated Traffic 
Clubs of America is not the proper organization to set up the 
machinery to further the cause of traffic management as a 
profession. 

I do not feel that any registered practitioner is working 
in the best interest of his present employer (not considering his 
personal welfare), nor is he giving to the Commission its due 
credit, if he continues to fail to do something which eventually 
will cause the recognition of his own chosen profession as a 
traffic manager. 

Barber Traffic Service, 

L. E. Barber. 


MAYBE WE PICKED THE WRONG ANIMAL 
Editor The Traffic World: 

I read with keen interest your article in the December 24 
issue, “Unable” Rail Management. In the last paragraph you 
said: “‘They would drive the ‘guinea pig’ politicians away with 
their tails between their legs.” Now, I greatly enjoy your 
articles and think they have a lot of good sound reasoning 
in them, but I can’t understand how a guinea pig could go 
away with his tail between his legs, as the only guinea pig 
I ever saw with a tail, when I picked it up by the tail, his 
eyes dropped out. 

Of course, knowing your spirit of fairness, I know that 
your reference to the politicians to be a kind and considerate 
way of referring to them; still, there are a lot of other ani- 
mals that I would think would have been more appropriate 
for you to use, such as a yellow cur, which could place his 
tail between his legs and run away, although I do realize that 
your reference to the “guinea pig” politician was aimed at 
the “experimental” politician. 

Again assuring you of my interest and enjoyment of your 
editorials and extending to you and your staff a wish for a 
most prosperous and happy New Year. 

Frankfort Distilleries, Inc., 
M. F. Chandler, Traffic Manager. 
Louisville, Ky., Dec. 27, 1938. 


Cincinnati, O., Dec. 28, 1938. 
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Questions and Answers 


N this column will be answered questions of both legal and practicai 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department. 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves s 
situation too complex for the kind of investigation herein contemplated. If « 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge 

No attention will be paid to anonymous communications or questions 
from nonsubscribers. 

Address Questions and Answers Departmerct, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Tariff interpretation—Application of Overflow Rule to Ship- 
ment Subject to Mixed Truckload Rule 


INinois.—Question: Will you kindly furnish us with your 
opinion on the problem submitted below? 

A shipment moving between points A and B consisting of 
articles rated 1st, 2d, 3d and 4th class, total weight 9,000 lbs., 
the highest truckload minimum on any one of the articles is 
16,000 pounds. Rule 170-D, in Supplement 32 to Central States 
Motor Freight Bureau Tariff 15, Agent W. L. Meyers’ MF- 
I. C. C. No. B-64, contains a mixed truckload rule which pro- 
vides that the truckload rate on the weight of each article in 
the shipment shall be applied and the deficit shall be charged 
at the rate applicable to the lowest rated article in the ship- 
ment, which in this case would be 4th class. In this case there 
is 7,000 pounds difference between the actual weight and the 
truckload minimum applicable, which would be charged at 
the 4th class rating. However, there is an overflow on this 
shipment of 2,000 pounds which would not occupy the twenty- 
foot truck in which the original movement was made. There- 
fore, in view of the fact that there is already a penalty assessed 
would the overflow move free of charges, particularly in view 
of the statement in Rule 170-B, which says the minimum weight 
applicable to the entire shipment; or should the charges be 
assessed on the basis of the rate applicable to each article 
totaling 7,000 pounds, the deficit of 9,000 pounds to be’ assessed 
at the 4th class rating and the overflow of 2,000 pounds to 
be assessed at the truckload rate applicable to each article in 
the 2,000 pounds, in accordance with Rule 145-B, in Supplement 
18 to Central States Motor Freight Bureau Tariff 15, Agent 
W. L. Meyers’ MF-I. C. C. No. B-64. 

Answer: In our opinion, in applying the provisions of Rule 
170-D of the tariff to which you refer to the shipment you 
describe, the provisions of Rule 145-B of the same tariff must 
also be taken into consideration, in that two trucks were re- 
quired for the shipment, notwithstanding that due apparently 
to its light but bulky nature, considerably less than the ap- 
plicable minimum could be loaded into one truck. 


Paragraphs (a) and (d) of Rule 145-B, read as follows: 


(a) If a shipment, because of its lack of density, physical di- 
mensions, packing requirements, or nature, cannot be loaded into a 
truck having the following inside dimensions, available for cargo— 
length 19% feet (measured on the center line of the truck) width 7% 
feet (measured across the center of the truck), height 6% feet 
(measured vertically from the center line of the floor to the ceiling 
or to the ridge pole), the amounts of freight which can be loaded 
into such truck will be considered as a full truck load and charged 
for at the truckload minimum weight and at the truckload rating 
applicable. 

(d) Any amount of freight in a shipment which cannot be loaded 
into the dimension as shown in paragraph (a) of this rule shall be 
considered as overflow freight and shall be charged for at the actual 
or authorized estimated weight and at the truckload rating applicable. 
Provided, however, if such overflow freight requires the carrier to 
furnish an additional amount of space equal to 950 cubic feet, each 
unit of space of 950 cubic feet shall be considered as an additional 
full truckload and shall be charged for at the minimum truckload 
weight, and at the truckload rating applicable. 


Under paragraph (a), the amount loaded into the first 
truck must be charged for at the truckload minimum weight 
and at the truckload rating applicable and under paragraph 
(d) the amount which could not be loaded into the first truck 
must be charged for at the actual weight thereof and at the 
truckload rating applicable thereto, namely at the truckload 
rate applicable to each article. 

The fact that the weight loaded into the overflow truck 
is charged for as a deficit in the minimum weight on which 
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charges are assessed on the contents of the first truck does 
not, in our opinion, render inapplicable the provisions of Rule 
145-B to the shipment. The shipment having required the 
use of two trucks, the provisions of Rule 145-B are applicable 
thereto, in our opinion, in the absence of an exception to the 
application of Rule 145-B in either that rule or Rule 170-D. 


Tariff Interpretation—Application of Rule 10 of Classification 
Where Classification Exception Sheet Provides Mixed Car- 
load Rating 


Illinois—Question: Here is a problem that has caused 
quite a bit of discussion and we would like to have your opin- 
ion on same. 

Take a shipment of toilet paper and paper towels, mixed 
carload, under Item 2510 of Agent Kipp’s Tariff 338D, I. C. C. 
2933, Class 40 rate should be applied. The title page of the 
tariff specifically provides that “Rules and Regulations and 
Exceptions shown herein will take precedence over the Classi- 
fication governing.’”” However, when referring to Consolidated 
Classification No. 12, page 280, Item 21, toilet paper and paper 
towels are rated at 5th class, which is lower than Class 40 as 
provided under Item 2510 of Agent Kipp’s Tariff 338-D, I. C.C. 
2933. 

Can you apply Rule 10 of the Classification when all the 
items are fully described in Agent Kipp’s Tariff 338-D, I. C. C. 
2933 under one item, namely, Item 2510, although given a 
higher rating than would otherwise apply, if such mixture was 
not provided in the exceptions ? 

It is my understanding that an exception to the Classifi- 
cation takes that article out of the Classification and the Classi- 
fication rating may not be applied, except where the tariff 
carries an alternative application, which, in this case, it does 
not. 

The shipment in question is from Buffalo, N. Y., to Fort 
Dodge, Ia., and the governing tariff is Agent Jones’ Tariff No. 
491-B, I. C. C. No. 2920. 

Answer: Section 4, of Rule 10 of the Consolidated Classi- 
fication provides that if a lower charge would result under the 
application of Sections 1, 2 or 3 of this rule than under a pro- 
vision for a specific carload mixture, such lower charge will 
apply. 

However, Agent Jones’ Tariff 491-B, I. C. C. 2920 is gov- 
erned by the Official Classification and Exceptions thereto, as 
published in Agent Kipp’s Tariff 338-D, I. C. C. 2933. As the 
latter tariff specifically provides that the rules, regulations and 
exceptions therein will take precedence over the classification 
governing tariffs made subject thereto, it is our opinion that 
the mixed carload rating provided for in Agent Kipp’s I. C. C. 
338-D, I. C. C. 2933, must be applied. 

We are unable to locate a decision of the Commission which 
bears directly on the question. 


Tariff interpretation—Application of Intermediate Rule 


Pennsylvania.—Question: We would appreciate it very 
much if you would give us your opinion with regard to the 
rates applicable on shipments moving from Jacksonville, Fla.. 
to points in Georgia and Alabama by intermediate applicat‘on. 
For instance, what would be the applicable L. C. L. rate on 
confectionery moving from Jacksonville, to Dothan, Ala.? 

Under date of December 8, ACL waybill 15055, a shipment 
was moved to Dothan at a rate of 51c cwt. We did not agree 
that this was the lowest rate in effect and filed claim for 46c 
rate, which is the rate to Columbus, Ga., with Dothan inter- 
mediate. 


Our authority for this rate is Southern Freight Tariff 
Bureau Tariff 251-K, Agent F. D. Miller’s I. C. C. 235, Item 
3129. These rates are subject to Item 12, which is the inter- 
mediate application. With regard to routing Item 33800 states 
that rates herein apply via all routes made by the use of 
the lines of any of the carriers parties to this tariff. These 
rates, of course, are subject to the mileage limitations as set 
forth in Agent Pope’s Tariff 711, I. C. C. 111, Item 506. 

In some cases the A. C. L. Railroad has made settlement 
of our claims on this basis and later asked us to refund the 
amount they paid, stating that the Columbus, Ga., rate is 
not applicable via any normal or workable route from Jack- 
sonville. They also quote Commissioner Eastman’s separate 
concurring opinion in Docket 20502, Miner Lumber Company 
vs. Pennsylvania Railroad et al., 161 I. C. C. 801. 

Answer: Inasmuch as the second class rate, the class to 
which the commodity shipped belongs, from Jacksonville, Fla., 
is lower than the rate to Columbus, Ga., the more distant point, 
the provisions of subdivision 2 of paragraph (A) of Item 12, 
of Agent Pope’s Tariff I. C. C. No. 111, are applicable. 

This portion of Item 12 is an intermediate rule provision 
as distinguished from subdivision 1 of paragraph (A) of Item 
12, which is not an intermediate rule tariff provision. 

Furthermore, the distance to Columbus, Ga., from Dothan, 


December 31, 1938 


Ala., is within the mileage limitations as set forth in Item 
506 of Agent Pope’s Tariff I. C. C. No. 111, which is 500 miles. 

While the route through Dothan, Ala., to Columbus, Ga., 
is circuitous, inasmuch as it does not exceed the circuity limi- 
tations of Item 506 of Agent Pope’s Tariff I. C. C. 111, it is 
our opinion that the commodity rate of 46c per 100 pounds, 
published in Agent Miller’s Tariff I. C. C. 235, Item 3129, is 


applicable at Dothan, Ala., under the provisions of Item 12 
thereof. 


Transit—Rolling-in-Transit Privileges on Iron or Steel 


Canada.—Question: We are anxious to learn if any rolling 
in transit rates exist in the United States on iron or steel. 

What we have in mind is a through rate from point “A” 
to point “C” with a rolling-in-transit privilege at point “B,” the 
originating commodity being billets and the finished product 
wire. 

We are aware, of course, of fabrication-in-transit rates on 
iron and steel, for example at Chicago, but as a rolling-in-transit 
rate on steel billets is more comparable to what we have in 
mind, we are endeavoring to determine if such a privilege does 
exist. 

Any information you are able to supply would be greatly 
appreciated. 

Answer: So far as we are aware there are no rolling-in- 
transit privileges under which inbound shipments of billets may 
be rolled and the finished product, wire, shipped outbound. 

While fabrication-in-transit tariffs are numerous, these 


tariffs do not, so far as we are aware, permit of rolling in 
transit. 


Tariff Interpretation—Classification Rating Versus Rating in 
Classification Exception 


Missouri.—Question: Back in 1929 we asked for your inter- 
pretation as to whether the Classification rating or the rating 
in Classification Exception would take precedence and you re- 
plied on page 1340 of the Traffic World of June 1, 1929, to the 
effect that while you could not locate any decisions of the Inter- 
state Commerce Commission in point it was your opinion that 
the Classification Exception is the rating to apply, or in other 
words that the Classification Exception takes precedence over 
the Classification’s rating. 


We have never felt quite like this opinion was justified, 
in fact we have always held it a fact that the shipper was 
entitled to either the Classification rating or the Exception 
to the Classification rating, whichever was the lowest, for the 
following reasons: 

I have a recollection of a decision of the Commission in 
which they stated that where there are two or three rates 
published in a tariff on the same commodity, on the same 
point of origin to the same destination, that the rate published 
first was the correct rate. 


In instances where the Exception to the Classification rat- 
ing tends to reduce the rating on the shipment the intention of 
the Exception has been fulfilled and the reason for it being 
published as there would be no motive in publishing an Excep- 
tion to a Classification rating increasing the rate. 


We are fully aware that the commodity rate removes the 
application of the class rate, also the Exception to the Classi- 
fication, and we know of no instance where the commodity rate 
as published is higher than the Classification rating. 

We have in mind in particular the ratings on carnauba 
wax, both less carload and carload, throughout Central Freight 
Association and Trunk Line territories. Carnauba wax is 
rated at second class, less carload, and Rule 26 carload in the 
Classification while the Eastern lines maintain the Exceptions 
under the Exception grouping providing for Class 72 less car- 
load, and fourth class carload. 

We feel that the reason for this exception is to permit 
those articles listed under drugs and chemicals or toilet prepa- 
rations to be shipped in mixed shipments, both less carload and 
carload, therefore as Class 72 rating is lower than the second 
class the shipper is entitled to that rating, but inasmuch as 
the Exception of fourth class carries a minimum of 30,000 
pounds and the Classification rating of Rule 26 carries a mini- 
mum of 24,000 pounds if the contention that you made in 1929 
is correct the shipper would be forced to ship 30,000 pounds 
or at least pay for that much weight at the lower rate in the 
Exceptions, which would be more than the 24,000 minimum at 
the Classification rating. 

Where similar situations like this arise I have always con- 
tended that the shipper is entitled to the lower rate whether 
it be the Classification rating or the Exception to the Classi- 
fication rating, and have paid my bills on this basis, and thus 
far none of the carriers have made any effort to secure an 
authority’s decision in the matter, although at various times 
they have disagreed with me, but in each instance they have 
paid the bill as corrected by me. 
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We are writing this, not merely for the purpose of ascer- 
taining whether or not you have changed your viewpoint, but 
to ascertain if there has been a decision of the Commission 
since 1929 ruling on the subject, and if not if you know of 
any court decisions or any other authoritative action to sub- 
stantiate your contention that the Exception to the Classifica- 
tion in all cases takes precedence over the Classification rating. 

Will you be kind enough to give me what information you 
have regarding the correct application of these two sets of 
ratings. 

Answer: In McDonald Construction Co. vs. A. C. L. R. Co., 
160 I. C. C. 1, the Commission holds that an exception to the 
classification takes precedence over the classification proper 
and must be applied in strict conformity with its terms, even 
though the classification description is more specific. See, 
also Abendroth Bros. vs. Boston & A. R., 161 I. C. C. 730 and 
Hughey Bros. vs. Yazoo & M. V. R. R. Co., 200 I. C. C. 709. 

While we locate no decision of the Commission in which 
the question you raise was specifically at issue, it is our opin- 
ion that, based upon the decision in the above cited cases and 
the decision of the Commission in Goodman Manufacturing Co. 
vs. P. C. C. & St. L. Ry. Co., 21 I. C. C. 95, which holds that 
a commodity rate is the applicable rate even though by reason 
of a higher minimum applicable in connection therewith than 
that which applies in connection with the classification rating, 
the use of the commodity rate results in a higher charge on 
the shipment, the commodity rate must be applied, the classi- 
fication exception rating must, in the instant case, be applied 
even though by reason of the higher minimum, the charge on 


the shipment is greater than it would be under the rating in 
the classification proper. 


Damages—Household Goods 


Ohio.—Question: Further referring to your answer, under 
the above caption, as published on page 1127 of your Novem- 
ber 26, 1938, Traffic World issue, we beg to inquire whether it 
is possible for you to answer a question arising as to pay- 
ment of transportation charges on household goods damaged 
and destroyed where no delivery has been made as against the 
claim that settlement of insurance claim under policy for loss 
of goods cannot be made without surrender of original paid 
freight bill for transportation, as per Rule 26(A) of G. B. Hol- 
man Tariff No. 1-B, which reads as follows: 


All claims for loss, damages or overcharge shall be in writing 
and shall be accompanied by original paid freight bill for transporta- 
tion and original bill of lading, if not previously surrendered to car- 
riers. Carrier may require certified or sworn statment. 


Under this rule, it is claimed as compulsory the payment 
of transportation charges and submission of original paid 
freight bill so evidencing payment of freight charges before 
claim for insurance taken under insurance policy can be paid. 
We do not feel this is correct but that the surrender of the 
original paid freight bill is only necessary where transportation 
charges have been prepaid, or where actual delivery has been 
made of material, entitling the transportation company to 
charges for transportation and that this tariff rule in no manner 
carries the law as to actual payment of transportation charges 
when delivery has not been made by reason of the entire 
destruction of goods. 


We would appreciate, of course, citations and holdings 
in this connection if cases have been decided on these prin- 
ciples. 


Answer: As we stated in our answer to which you refer, 
we are unable to locate decisions in which has been at issue 
the question of whether freight charges may be retained if 
paid, or may be collected if not paid, where a shipment of 
household goods has been lost or destroyed while in transit. 
In the following cases the measure of damages as set forth in 
our answer to which you refer, is applied but the matter of 
freight charges was not at issue: American Ry. Express Co. 
vs. Thompson, 2 S. W. (2d) 493; Shickany vs. Salt Creek 
Transp. Co., 45 Pac. (2d) 645; Hines vs. Warden, 229 S. W. 
957, and Dunham vs. St. Louis & S. F. R. Co., 147 S. W. 358. 

The rule published in Agent Holmans tariff has, in our 
opinion, no legal bearing on the liability of the carrier to the 
shipper, in so far as the portion thereof relating to a claim 
being accompanied by the original paid freight bill and bill 
of lading is concerned. This is merely documentary evidence 
and does not affect the substantive right of the shipper to dam- 
ages for a loss sustained by the shipper as a result of a breach 
of the carrier’s duty to transport and deliver the goods without 
loss or injury thereto. 

Whether a carrier is entitled to damages where a ship- 
ment of household goods has been lost or destroyed while in 
its possession in the event freight charges have not been paid 
has not been the subject of decisions of the courts, so far as 
we have been able to determine. 
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Doings of the Traffic Clubs 





K. N. Merritt, general sales manager, Railway Express 
Agency, will speak on “Buying Transportation,” at a meeting 
of the Traffic Club of Newark at the Chamber of Commerce 
auditorium January 9. The club’s traffic forum will hold a 
meeting at the Essex House January 16 at which O. P. Cald- 
well, freight traffic manager, Luckenbach Lines, and W. M. 
Carney, traffic counsel, International Steamship Freight Asso- 
ciation, will discuss “International Traffic Problems.” The 
club’s annual dinner will be held at the Essex House January 26. 

The Traffic Club of St. Louis will hold its annual dinner at 
the Hotel Jefferson January 10. William Dern, Cincinnati, O., 
will be the speaker. Homer S. Snow is chairman of the gen- 
eral arrnagements committee, assisted by C. W. Wheeler, as 
chairman of the local reception committee, and Paul Spiegel- 
berg, chairman of the entertainment committee. 

G. W. Killam, city freight and passenger agent, Chicago 
and North Western, has been elected president of the Trans- 
portation Club of Seattle. 

The elementary class of the transportation educational 
forum of the Transportation Club of Des Moines will hold its 
next session at the North High School January 4. The ad- 
vanced class will meet at the North High School January 9. 

Edward F. Flynn, assistant to the vice-president and gen- 
eral counsel, Great Northern Railway, St. Paul, Minn., will 
speak on “Shores of Opportunity,” at a luncheon meeting of 
the Milwaukee Traffic Club at the Wisconsin Hotel January 9. 
The affair is under the direction of the club’s educational com- 
mittee, K. T. Mindemann, chairman. 

The Oklahoma City Transportation Club has elected the 
following officers: President, Frank W. Werner, commercial 
agent, Chicago, Burlington and Quincy; vice-president, Hugh 
Farr, manager, Clinton Transfer and Storage Company, and 
Frank Bondurant, traffic manager, Harbour-Longmire Furni- 
ture Company; secretary-treasurer, Meryl W. Bell, soliciting 
freight and passenger agent, Frisco Lines; members of the 
board of directors, G. F. Kintz, traffic manager, Acme Flour 
Mills Company, and A. W. Jenkins, traffic manager, Black, 
Sivalls and Bryson, Inc. The new officers were installed at the 
club’s annual dinner dance at the Skirvin Hotel December 13. 





The annual dinner of the Traffic Club of Topeka, Kan., will 
be held at the Hotel Kansan January 26. More than 300 are 
expected to attend. The following new officers will be installed: 
President, P. A. Real, city freight agent, Chicago, Rock Island 
and Pacific; vice-president, Russel Wilcox, broker; secretary- 
treasurer, Fred Meyer, Williams and Haney; members of the 
board of directors, R. N. Allen, agent, Union Pacific; C. F. 
Real, transportation commissioner, Topeka Chamber of Com- 
merce; H. B. Fink, secretary-treasurer, Atchison, Topeka and 
Santa Fe. 


Charles O. Ellsworth, sales manager, Tri-State Telephone 
and Telegraph Company, has been appointed general chairman 
of the committees in charge of the annual dinner of the Trans- 
portation Club of St. Paul which will be held at the Hotel 
Lowry January 24. 





Character readings of individual members will be featured 
at the meeting of the Junior Traffic Club of Chicago to be held 
at the Palmer House January 5. Walter Bockstahler, senior 
vice-president, Keeshin Motor Express Company, will be the 
guest speaker at a meeting of the club’s traffic discussion group 
January 17. The annual “for-members-only” dinner will be 
held at the Midland Club January 12. 





The spring semester of the school of traffic management of 
the Pacific Traffic Association of San Francisco will begin 
January 3. N. E. Keller will direct the activities. The course 
of study for the semester includes loss and damage and over- 
charge claims; marine insurance and maritime law, and federal 
and state transportation statutes. 

The Women’s Traffic and Transportation Club of Seattle 
has been organized with a charter membership of 55. Lois 
Bates, Shipping News, Inc., was chairman of the organization 
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committee and will continue as advisor. The following are 
officers: President, Frances Bailey, traffic department, Gwin, 
White and Prince, Inc.; first vice-president, Josephine Hackley, 
Matthewson Shipping Company; second vice-president, Ann 
Nordstrom, West Coast Lumbermen’s Association; correspond- 
ing secretary, Eleanor Burnham, Luckenbach Steamship Com- 
pany, Inc.; recording secretary, Nadine Thomas, Nippon Yusen 
Kaisha; treasurer, Cecil Nashland, Seattle Auto Freight Depot. 
Ruth Gootch, first president of the Women’s Traffic and Trans- 
portation Club of Portland, Ore., has been elected an honorary 
member of the new club. 





Harold W. Browne, assistant manager, Yale and Towne 
Manufacturing Company, Stamford, Conn., will speak on 
“Transportation in Connecticut” at a meeting of the Bridgeport, 
Conn., Women’s Traffic Club at the Hotel Barnum January 10. 





The Traffic Club of Wichita will hold a dinner meeting at 
the Stockyards Hotel January 10. Business will include in- 
stallation of officers and reports of committees. Harold E. 
Reeves is in charge of arrangements. 








Personal Notes 





H. R. Kurrie, for 24 years president of the Chicago, In- 
dianapolis and Louisville, died at his home in Chicago De- 
cember 26. 

J. E. Finnegan has been appointed general agent for the 
Chicago, Milwaukee, St. Paul and Pacific at Omaha, Neb., to 
succeed Eugene Duval, who has retired after 46 years with that 
railroad. 

P. P. Belitz has been appointed assistant coal traffic man- 
ager for the New York Central at Chicago. George Masson 
has been appointed coal freight agent, and H. A. Coughenour, 
assistant coal freight agent, at Chicago. H. T. Rickerson has 
been appointed general coal and ore agent, at Cleveland; R. L. 
Schwartzenburg, coal and ore agent at Cleveland, and R. L. 
Willard, coal freight agent, at Detroit. 

Coy Druckemiller, superintendent for the Nickel Plate 
Railroad at Buffalo, N. Y., has been elected president of the 
Railroad Superintendent’s Association of the Niagara Frontier. 
Chester Raymonda, division superintendent, New York Central, 
at Buffalo, has been elected vice-chairman. 


John G. Krener, general passenger agent, Western Mary- 
land Railway, died at his home in Baltimore, Md., December 24. 

Albert Shaw has been appointed vice-president and general 
manager for the Lehigh and Hudson River Railway, at War- 
wick, N. Y. 


Sherman S. Marr has been appointed assistant to the gen- 
eral traffic manager, Inter-State System, motor freight opera- 
tors, at Detroit, Mich. 


H. H. Nye has been appoinetd assistant general freight and 
passenger agent, and J. P. Hackler assistant general freight 
agent, for the Panhandle and Santa Fe Railway, at Amarillo, 
Texas. 


E. G. Reed has been appointed supervisor of agricultural 
and industrial development for the Union Pacific at Omaha, 
Neb. C. J. Stegeman has been appointed general agent at 
Cleveland, O., and W. H. McCune, general freight agent at Los 
Angeles, Cal. 

G. F. Hardy has been appointed general freight agent at 
San Francisco, Cal., and E. C. Warren, general agent, at 
Spokane, Wash., for the Great Northern Railway. 

Walter M. Taylor has been appointed assistant to the 
traffic manager, Richmond, Fredericksburg and Potomac, at 
Richmond, Va. 

J. D. Stack, assistant traffic manager, Denver and Rio 
Grande Western, at Los Angeles, has retired. A. R. Anderson 
has been appointed general agent at Los Angeles, and the 
position of assistant traffic manager at that point has been 
abolished. 

T. D. Beven has been appointed general manager, Elgin, 
Joliet and Eastern, at Joliet, Ill. 

Homer Merchant has been appointed regional traffic man- 
ager for the United Air Lines, at Los Angeles, and S. A. Stimp- 
son, regional traffic manager, at San Francisco. 

Frank H. Hocken, assistant freight traffic manager in 
charge of solicitation, Western Pacific, at San Francisco, has 
retired after 34 years of railroad service. Wilson G. Curtiss 
has been appointed to succeed him. John H. Coupin has been 
appointed general agent, freight department, San Francisco; 
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Carl W. Mangum, general agent, freight department, Oakland, 
Cal., and Martin C. Kidd, general agent, San Jose, Cal. 

J. E. O’Connor, superintendent, Chicago, West Pullman 
and Southern Railroad, at Chicago, has retired after 50 years 
of railroad service. Charles L. West has been appointed to 
succeed him. 

Kinsey N. Merritt, general sales manager, Railway Express 
Agency, will be the guest speaker at the annual dinner dance 
of the Railway Business Women’s Association of Cleveland at 
the Hotel Cleveland January 28. Mary Salley, vice-president 
of the association, is in charge. The club will hold a dinner 
meeting at Stouffer’s Restaurant January 4. 

Members of the staff and organization of the [Illinois 
Freight Association held their annual luncheon at Fred Harvey’s 
Restaurant, Union Station, Chicago, December 22. There were 
short speeches and entertainment. 

Arthur Link has been appointed general freight agent in 
charge of solicitation in the New York metropolitan area for 
the Newark Tidewater Terminal, Inc. 





NEW COMPLAINTS FILED 


MC C-106, Belleville-St. Louis Coach Co., Belleville, Ill., 
Bus Line Co., Inc., Belleville, Ill. 

Passenger fares between St. Louis, Mo., and points in Illinois 
alleged to be unjust and unreasonable in that they were too low 
to cover the cost of providing reasonably safe and adequate 
transportation facilities, in violation of section 216 of the motor 
carrier act. Asks a cease and desist order and establishment of 
reasonable fares between the points mentioned. (Edgar S. Idol, 
400 South Broadway, St. Louis, Mo.) 

. 28163, Eppinger & Russell Co., New York, N. Y., 
et al. 

Rates, lumber, between points in Florida and points in Penn- 
sylvania, in violation of sections 1 and 3, the undue preference 
alleged being for Alabama and Georgia origins. Asks reparation. 
(E. H. Vrieze, vice-president, New York, N. Y.) 
. 28164, Pittston Paper Corporation, Newark, N. J., 

Unreasonable rates and charges, 
Baltimore, Md., and Philadelphia, Pa., to Forest Castle Station, 
Pittston, Pa. Asks reasonable rates and reparation. (Lewis H. 
Rubin, 150 Nassau St., New York, N. Y.) 


vs. St. Clair 


ye. Oo SS. De 


vs. B. & O. et al. 
imported wood pulp, carloads, 


no fe worto's First SMOTORCNCLE” iS 
SkID PROBABLY TO HAVE BEEN THIS COAL-BUIRNING SEAM. 
PROPELLED VELOCIPEDE, DESIGNED IN 1868 BY W,W.AUSTIN OF 


WINTHROP MASSACHUSETTS. #AUSTIN SOLEMNLY AFFIRMED 
HE HAD RIDDEN THIS CONTRAPTION OVER 2,000 MILES. 


The Traffic World 


Vol. LXII, No. 27 


Docket of the Commission 


NOTE—Items in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change In 
this docket will be noted elsewhere. 


January 3—Cumberland, Md.—U. S. Court—Jt. Bd. 206 and Examiner 
Cunningham: 
MC 60396, Sub. 1—Cumberland Motor Express Corp., Cumberland, 
Md., certificate to extend operations. 
MC 94869—J. D. Pyles, Romney, W. Va., certificate. 
January 3—Davenport, la.—U. S. Court—Jt. Bds. 46 and 92 and Ex- 
aminer Burge: 
MC 89199—Nelson’s Truck, Sheffield, Ill., certificate. 
MC 50519—L. C. Nelson, Sheffield, Ill., permit. 
MC 72307—Nelson’s Truck, Sheffield, Ill., certificate or permit. 


January 4—Springfield, Mo.—U. S. Court—Examiner Dawson: 
1. & S. M-549—Dairy products—Carthage and Neosho, Mo., to Illinois. 
January 4—Davenport, la.—U. S. Court—Jt. Bd. 54: 
MC 52402—W. M. Daut, Muscatine, Ia., certificate or permit. 
MC 88406—G. W. Raim, Solon, Ia., certificate. 
MC 89347—G. W. Taplin, Miles, Ia., certificate. 
January 4—Hagerstown, Md.—Federal Bldg.—Jt. Bd. 113: 
MC 89505—L. Browning, Long, Md., permit. 
January 4—Hagerstown, Md.—Federal Bldg.—Jt. Bd. 63: 


MC 93335—Frederick-Winchester Bus Line, Woodsboro, Md., certif- 
icate. 


January 4—Nashville, Tenn.—State Com.—Examiner Bradford: 
MC 20068 and MC 20069—H. B. Manners, Nashville, Tenn., common 
and contract carrier applications. 


January 4—Washington, D. C.—Commissioner Porter: 
Finance 11915—Erie reorganization. 
January 4—Washington, D. C.—Examiner Burns: 
1. & S. M-540—Carlyle Brown commodities over D. C. and Md. to Va. 
January 5—Davenport, la.—U. S. Court—Jt. Bd. 54: 
MC 89272—L. C. Butler, Mediapolis, Ia., certificate. 
MC 86981—L. J. Schlickman, contract carrier application. 
January 5—Erie, Pa.—U. S. Court—Jt. Bd. 41: 
* MC-F 745—Buffalo and Erie Coach Corp., merger, West Ridge Trans- 
portation Co., Inc., and Allegany Motor Coach Co., Inc. 


January 5—Harrisburg, Pa.—State Comm.—Jt. Bd. 67: 
MC 89753—Hanover Lounge, Hanover, Pa., permit. 


January 5—Harrisburg, Pa.—State Com.—Examiner Cunningham: 
MC 22658—York-Buffalo Motor Express, Inc., York, Pa., certificate 
or permit. 


January 5—Nashville, Tenn.—State Com.—Examiner Bradford: 
MC 93345—A. D. Whitten, Lawrenceburg, Tenn., certificate. 
1. & S. M-528—Cellulose film, Old Hickory, Tenn., to Ill. and Wis. 


January 5—Trenton, N. J.—State Com—Jt. Bd. 67: 
MC 398, Sub. 1—Prospect Transportation Co., Trenton, N. J., per- 
mit to extend operations. 
MC 88164—S. Winiarski, Hightstown, N. J., 
January 5—Washington, D. C.—Argument: 
Ex Parte 104, Part 6—Practices of carriers affecting operating reve- 
nues or expenses, warehousing and storage of property by carriers 
at ports of New York. 
Fourth section applications 16832, 16925, 16103, 16157 and 13470—Rates 
to and from official-southern border points. 
January 5—Washington, D. C.—Examiner Jewell: 
* Finance 11040—St. L. S. W. reorganization. 


January 6—Charleston, W. Va.—State Com.—Examiner Waters: 
MC 2260—M. J. Belt & Son, Parkersburg, W. V., certificate or permit. 


January 6—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 77: 
MC 65653, Sub. 1—Wald Transfer and Storage Co., Inc. 
certificate to extend operations. 


January 6—Nashville, Tenn.—State Com.—Examiner Bradford: 
MC 3442 and Sub. 1—Cole Transfer & Ice Co., Bowling Green, Ky., 
certificate and to extend operations. 
January 6—New Orleans, La.—Hotel Jung—Director Hardie and Ex- 
aminer Taylor: 
14880 et al—Consolidated Southwestern Cases. 
January 6—Oklahoma City, Okla.—State Comm.—Examiner Palmer: 
1. & S. M-541—Barbour Transportation, commodities over, midwestern 
territory. 
January 6—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. $3: 
MC 61615—L. R. Carr, Springview, Neb., certificate or permit. 
MC 70046, Sub. 1—Mutz Transfer, Pender, Neb., certificate to extend 
operations. 
January 6—Toledo, O.—New Secor Hotel—Jt. Bd. 9: 

* MC-F 739—Short Way Lines, Inc., Purchase, Lansing-Ionia Coach 
Lines, Inc. 
January 6—Trenton, 

Colvin: 

MC 88929 and Sub. 1—H. Baggstrom, Frenchtown, N. J., 
and to extend operations. 

MC 88426—V. Perelli, Trenton, N. J., permit. 


certificate. 


, Houston, 


N. J.—State Comm.—Jt. Bd. 42 and Examiner 


certificate 








and Western Railway’ s book, “Coal 
‘and Coke Operations on_the Nor- 
folk and Western Railway”... 
just off the press and ready for dis- 
~~ tribution. Beautifully bound in gold- 
~ embossed, black fabrikoid, the new 
“book (formerly known as the “Red 
Book of Fuel Satisfaction”) is a de- 
pendable source of complete and 
authentic information as well as a 
riety att a: (chuy slo MBolele) amereMmetttTitag 
coals. 
Included in the information it 
contains are the names and ad- 
dresses of all producers of Fuel Satisfaction and their selling agents. the names 
and locations of all coal mines on the Norfolk and Western Railway and a new 
eight-color map of the area in which Fuel Satisfaction is produced. 

If you haven't already received your copy of this new book, clip and mail 
the coupon in this advertisement NOW. Or telephone the Coal Traffic Depart- 
ment, Roanoke, Va., or any of the Railway's Coal Bureaus located at the 
following addresses: 833 Chamber of Commerce Building. Boston; 819 Weve 
quette Building, Chicago; 904 Dixie Terminal Building, Cincinnati; 1161 Union 
Commerce Building, Cleveland; 1740 Book Building, Detroit: 1105 Reynolds 
Building, Winston-Salem, or any representative of the Railway’s Freight Traffic 
Department. 


NORFOLK AND WESTERN RAILWAY 


weer re R OF FEEL. SATIS FAC PT iee 











Norfolk and Western Railway 
Roanoke, Virginia 


Coal Traffic Department (Section R) 
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SUBSCRIBE FOR 
THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in advance of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give public notice of 
all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on. Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads, motor carriers, and 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two regulatory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 


Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of charge the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 


5. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
ene and orders, tariffs returned and express 
riffs. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$6.25 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 
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January 6—Washington, D. C.—Argument: 
27669—Property Owners’ Committee et al. vs. C. & O. et al. 


January 6—Washington, D. C.—Examiner Snider: 
1. & S. 4561—Cement, Maryland to eastern points. 


January 6—Williamsport, Pa.—U. S. Court—Examiner Cunningham: 
MC 95164—F. L. Hebe, Liberty, Pa., certificate. 


January 7—Charleston, W. Va.—State Com—Examiner Waters: 
MC 89560—H. Sayers, Hillsboro, W. Va., certificate. 


January 7—Columbus, O.—Deshler Wallick Hotel—Examiner Smith: 
* MC-F 7—Cleveland, Columbus & Cincinnati Highway, Inc., purchase, 
Reo Transportation Co. 


January 7—Scranton, Pa.—Federal Bldg.—Examiner Cunningham and 
Jt. Bd. 67: 
MC 42906, Sub. 2—C. W. Howell, New Milford, Pa., certificate to ex- 
tend operations. 
MC 89658—J. H. Thomas, Moosic, Pa., certificate. 


January 7—Trenton, N. J.—State Com.—Examiner Colvin: 
MC 94409—Barretts Express, Hightstown, N. J., certificate or permit. 


January 9—Albany, N. Y.—Federal Bldg.—Examiner Colvin: 
MC 19195—Independent Auto Forwarding Corp., Eggertsville, N. Y. 
MC 51002—Stone & Ross, Inc., St. Johnsville, N. Y. 


January 9—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
MC 2473—Billings Transfer Corp., Inc., Lexington, N. C., certificate 
or permit. 


January 9—Cincinnati, O.—Hotel Netherland Plaza—Jt. Bds. 37 and 209: 
MC 89181—Farley Transfer Co., Maysville, Ky., permit. 
MC 89422—Alexandria Bus Co., Cold Springs, Ky., certificate. 
MC 94076—Gold Star Van Co., Cincinnati, certificate or permit. 


January 9—Columbus, O.—Deshler Wallick Hotel—Examiner Smith: 

* MC-F 497—Valley Public Service Co., purchase, C. M. & S. Transit, 
Inc. 

* MC-F 498—Valley Public Service Co., purchase, E. Burnside. 


January 9—Columbus, O.—Deshler Wallick Hotel—Examiner Smith: 
* MC-F 647—Pennsylvania Truck Lines, Inc., purchase, Central Motor 
Freight Lines, Inc. 


January 9—Dubuque, la.—U. S. Court—Jt. Bd. 46 and Examiner Burge: 
MC 6888, Sub. 1—H. O. Miller, Elkader, Ia., permit to extend opera- 
tions. 
MC 17717—D. & S. Motor Freight Line, Springville, Ia., certificate 
or permit. 


January 9—Galveston, Tex.—Galvez Hotel—Director Hardie and Ex- 
aminer Taylor: 
14880 et al—Consolidated Southwestern Cases. 


January 9—Madison, Wis.—Hotel Loraine—Director Sweet: 
Finance 11818—C. & N. W. proposed abandonment. 


January 9—New York, N. Y.—Hotel New Yorker—Examiner Cun- 
ningham: 
MC 20793, Sub. 1—Wagner Trucking Co., Cliffwood, N. J., certificate 
to extend operations. 
MC 89362—B. H. Disbrow, Jr., Elizabeth, N. J., permit. 


January 9—St. Louis, Mo.—Court & Customs Bldg.—Examiner Hen- 
derson: 
MC 13773 and MC 84512—S. R. Stanley, Crossville, Ill., common car- 
rier applications. 
MC 94564—Mebane Truck Line, Rector, Ark., certificate. 


January 9—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 88208—H. Janssen, Buck Grove, Ia., certificate. 
MC 88816—C. A. Kruse, Manning, Ia., certificate. 

MC 89125—E. Driver, Neola, Ia., certificate. 
MC 89306—H. Schroeder, Tabor, Ia., certificate. 


January 9—Omaha, Neb.—Fontenelle Hotel—Examiner King: 
* 28000, Sub. 4—Application of trustees, C. R. I. & P., for approval of 
proposed modification of systems or devices under section 26(b). 


January 9—Washington, D. C.—Examiner Hinely: 
* MC-F 751—Tidewater Express Lines, Inc., purchase, R. F. & P. 
Transportation Co. 


January 10—Albany, N. Y.—Federal Bldg.—Examiner Colvin: 
MC 89082—Legier Brothers, Plattsburgh, N. Y., certificate. 
MC 89108—Steve’s Auto Express, Schenectady, N. Y., certificate. 


January 10—Cincinnati, O.—Hotel Netherland Plaza—Examiner Waters: 
MC 18602, Sub. 1—Norwood Express & Drayage Co., Norwood, O., 
certificate to extend operations. 
January 10—Cincinnati, O.—Hotel Netherland Plaza—Jt. Bd. 60: 
MC 95262—O. C. Carlton, Lawrenceburg, Ind., common carrier ap- 
plication. 
January 10—Dubuque, la.—U. S. Court—Jt. Bd. 54: 
MC 13391—Westhoff & Neuhaus, New Vienna, Ia., certificate or per- 
mit. 
MC 88768—L. Wittenbaugh, Wadena, Ia., certificate. 
January 10—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 77: 
MC 94287—J. L. Baker, Bay City, Tex., certificate. 
MC 94705—M. U. Borden, Houston, certificate. 
January 10—Nashville, Tenn.—State Com.—Jt. Bds. 238, 209 and 107: 
MC 30073—Johnson Freight Lines, Inc., Chattanooga, Tenn., cer- 
tificate or permit. 
January 10—New York, N. Y.—Hotel New Yorker—Examiner Griffin: 
28137—Arkell and Smiths vs. A. G. S. et al. 
28138—Arkell and Smiths vs. A. & S. et al. 
January 10—New York, N. Y.—Hotel New Yorker—Jt. Bd. 3: 
MC 13492, Sub. 3—North Boulevard Transportation Co., North Ber- 
gen, N. J., certificate to extend operations. 
MC 18823, Sub. 1—Downtown Bus Co., Jersey City, N. J., certificate 
to extend operations. 
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Latest Revisions 


@ BILLS OF LADING 


@ SHIPMENT, TONNAGE and 
FREIGHT BILL RECORD FORMS 


@ CAR and CLAIM RECORDS 
1.C.C. FORMS 


Use Horder's 
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January 10—Sailt Lake City, Utah—State Comm.—Jt. Bd. 213: 
MC 89585—M. Dalton, Monticello, Utah, permit. 


January 10—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 11391—C. B. Croghan & Sons, Griswold, Ia., certificate. 
MC 88169—B. J. Richter, Adair, Ia., certificate. 

MC 88173—H. Johnson, Coon Rapids, Ia., certificate. 
MC 88411—Weddum Bros., Elkhorn, Ia., certificate. 


January 10—Washington, D. C.—Examiner Esch: 
1. & S. 4547 and |. & S. 4548—Sulphur in the south. 


ROUTE GALVESTON= 


For EFFICIENT, 
ECONOMICAL SERVICE 
and QUICK DISPATCH 


Galveston Wharf Company 


Est. 1854 
F. W. Parker, V. P. & G. M. 


SHIPPING DEPARTMENT SUPPLIES 
Experienced Advisory Staff at Your Service 


Stationery and Office Supplies 


Main Office, 231 S. Jefferson St., Chicago 


All Telephones: Franklin 6760 
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INTERSTATE OPERATIONS: 


All States 


INTRASTATE OPERATIONS: 


Idaho Montana—Oregon 
Washington 


PROTECTION FOR C.O.D. SHIPPERS 
In the interest of the shipping public Consolidated has added 
a $1,000.00 C.O.D. Bond effective July 19, 1938, to use in con- 
nection with its participating carriers. 
This Bond is in addition to the $10,000.00 Bond for interstate 
shippers and the $2,500.00 Bond for intrastate shippers. 
Complete protection—plus service—has always been the aim 
of Consolidated for its many satisfied shippers. 


CHICAGO BRANCH OFFICE 
2400 W. Madison St. A.H. Richards, D. F.A. Hay. 1091 


General Office 
8th & Kentucky Sts. 
Louisville, Ky. 


S. Calumet Ave. 


Chicago MOTOR EXPRESS 


Daily Refrigerator Service Between 


CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting lines serving all pelts In Kentucky, Tennessee, North Carolina, South Carolina and Georgla 


TO THE 
PACIFIC COAST 


SHELBY AP HAVRE 
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FACTS AND 


POOL CAR DISTRIBUTION: Shipments may 
be consigned for distribution to, or in care of, Con- 
solidated Freight Li Inc., at points on its own 


ee 


FIGURES 


MEMBER: Pacific Inland Tariff Bureau; 
Inter-Mountain-Coast Motor Freight Tariff 
Bureau. 


EQUIPMENT: 248 straight trucks; 122 trailers; 
26 semi-trailers; 17 tractors. 


INSURANCE: Cargo, $20,000 pee truck or 
trailer, limit $50,000: $5,000 theft. Public 
Liability exceeding State and Federal Require- 
ments. Property Damage, limit $50,000. 


CONSOLIDATED FREIGHT LINES, INC. 


Established 1929 ICC Doc. No. 42487 


FRED C. LEIBOLD ViOvAS a) a me) eit. 1-) aN 
V-4 heree of traffic Tel. Broadway 2474 


ines, 
lines. When such shipments are billed to Con- 
solidated Freight Lines, Inc., for distribution to 
points on its own lines or beyond, shipper will 
furnish carrier with the distribution sheets at the 
time of tendering shipments. liveries will 
made in accordance with the distribution sheets, 
for which service a charge will be made to cover 
cost of unloading, segregating and reloading. 


COMMON CARRIER 


PORTLAND, OREGON 
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January 10—Salt Lake City, Utah—State Comm.—Jt. Bd. 213: 
MC 89585—M. Dalton, Monticello, Utah, permit. 


January 10—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 11391—C. B. Croghan & Sons, Griswold, Ia., certificate. 
MC 88169—B. J. Richter, Adair, Ia., certificate. 

MC 88173—H. Johnson, Coon Rapids, Ia., certificate. 
MC 88411—Weddum Bros., Elkhorn, Ia., certificate. 


January 10—Washington, D. C.—Examiner Esch: 
1. & S. 4547 and |. & S. 4548—Sulphur in the south. 


ROUTE GALVESTON= 


@ BILLS ro For EFFICIENT, 
© SHIPMENT, TONNAGE and ECONOMICAL SERVICE 


ccagmeme™ || amd QUICK DISPATCH 


1.0.C. FORMS Galveston Wharf Company 


: Est. 1854 
Use Horder's Geo. Sealy, Pres. F. W. Parker, V. P. & G. M. 


SHIPPING DEPARTMENT SUPPLIES 
Experienced Advisory Staff at Your Service 
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Chicago MOTOR EXPRESS 
Daily Refrigerator Service Between 





Stationery and Office Supplies 


CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY 
Main Office, 231 S. Jefferson St., Chicago LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN 


All Telephones: Franklin 6760 Connecting lines serving all polnts In Kentucky, Tennessee, North Carolina, South Carolina and Georgia 
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FACTS AND FIGURES 


POOL CAR DISTRIBUTION: Shipments may MEMBER: Pacific Inland Tariff Bureau; 
INTERSTATE OPERATIONS: be co ed for distribution to, or in care of, Con- Inter-Mountain-Coast Motor Freight Tariff 





SACRAMENT ° 


STOCKTON ‘ 









All States solida Freight Lines, Inc., at points on its own Bureau. 
lines. When such shipments - billed to Con- 
INTRASTATE OPERATIONS: solidated Freight Lines, Inc., for distribution to ets 248 straight trucks; 122 trailers; 
Id aho—Montana—Oregon ints on its own lines or beyond, shipper will 26 semi-trailers; 17 tractors. 
Washington urnish carrier with the distribution sheets at the 
time of tendering shipments. Deliveries will be INSURANCE: Car i! truck or 
PROTECTION FOR C.O.D. SHIPPERS made in accordance with the distribution sheets, trailer, limit $50, $5,000 theft. Public 












f for which service a charge will be made to cover Liability gumeting & State and Federal Require- 
| 1100.00 COD. Bond ofective Maly 19, 1958. ce any Te mons cost of unloading, segregating and reloading. ments. Property Damage, limit $50,000. 


nection with its participating carriers. 


This Bond is in addition to the $10,000.00 Bond for interstate CONSOLIDATED FREIGHT LINES, INC. 


shippers and the $2,500.00 Bond for intrastate shippers. 
op crane Ng ng A, maine always been the aim stet ( COMMON § CARRIER ICC Doc. No. 42487 
a ‘or its man tis’ 

GHHCAGO BRANCH OFFICE FRED 3 LEIBOLD PORTLAND, OREGON 2029 N.W. QUIMBY ST. 


2400 W. Madison St. A.H. Richards, D. F.A. Hay. 1091 ree of traffic Tel. Broadway 2474 


of Consoli: 














December 31, 1938 The Traffic World 
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...OVer every movement on 















Chesapeake and Ohio rails 
keeps schedule freight trains 
running on time...enabling this 
~ railroad to report location on 


any shipment and to say when 


it will reach its destination. 


Chesapeake and Ohio representatives, 
located in all principal cities, are 
ready to put this dependable service 
to work for you. 


HESAPEAKE .,/ Chin LINES 


CONTROLLED PERFORMANCE 
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UNITED STATES 


CANADA 
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FOR FAST THROUGH TRAFFIC 
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